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Blue Ridge Railroad. 
Pendleton, S. C., March 21st, 1824. 
Editor R. R. Journal. 

It may be interesting to your readers to know 
something in reference to the Blue Ridge Railroad 
of South Carolina. It commences at Anderson, 
8. C., where it intersects the Columbia and Green- 
ville Railroad (leading to Charleston) and termi- 


nates at Knoxville, Tenn. The line of road leads|Will afford it the most direct line to Mobile, New 
through a country unsurpassed for agricultural|Orleans and Southern Cities, via Richmond, Va., 
and mineral wealth, and opers to the ocean an|Salisbury, N.C., Chesterville, Newberry, Anderson, 
outlet for a rich though land-locked country. It|S. C., Clayton and Atlantic-Geo. 

opens a new outlet for the mighty West, and de- 
velopes a section of country of great fertility and|road, as a connecting link, and as a means of de- 
richness. The following table of distances indicate, 
in a measure, the relative importance of this road |ern and western country, may be readily inferred 
to the West, in affording itan Atlantic outlet for its} by consulting its locality. Every branch of south- 


yroduce. 
From Cincinnati to New York 800 miles. 
we os » Philadelphia 756 _,, 
te ” » Baltimore 740 ,, 
a a re ” Richmond and 
Norfolk 7365 ,, 
» ws » Charleston 644 


_|lina Railroad forming nearly a di:ect line from 


Cincinnati is a starting point at the North, least 
favorable to Charleston. The distances above 
enumerated are to the sea at each of these ports. 


To Cairo. To St. Louis. 
From New York..... 1,150 1,180 
,, Philadelphia... 1,005 1,085 
, Baltimore..... 930 960 
» Norfolk.......1,060 1,080 
» Charleston.... 797 897 


It will be seen by the above tables, that Char- 
leston may become the great entrepot for western 
produce moving seaward by virtue of having the 
shortest and cheapest line. 

The Blue Ridge Railroad Company have ample 
cash means to construct their road. The follow- 
ing subscriptions have been secured, although the 
citizens of Charleston, who are so deeply interest. 
ed in the success of the road have not yet been 
called upon to subscribe. 

Tennessee, State, County and private subscrip- 
tion $1,500,000. City of Charleston $1,049,000, 
State of South Carolina $1,250,000. Private sub- 
scription in the State $200,000. Total $3,999,000. 
This road will ultimately be continued to Aiken, 
8. C., where it will intersect with the South Caro- 





Cincinnati, O., Louisville, Ky., and Knoxville, 
Tenn., to Charleston. From Clayton Geo, a point 
on the Blue Ridge Road, a line is projected to 
Atlanta, where it will intersect with the Mont- 
gomery and La Grange Railroad, forming nearly a 
direct line from Cincinnati, and Louisville, to Mo- 
bile, New Orleans and the Gulf Ports. New York 
will be vastly benefitted by this connection as it 


The vast importance of the Blue Ridge Rail- 


velopement of the immense wealth of the south- 


ern and western trade will be augmented, internal 
improvements will receive a great impetus, and 
Charleston, now deprived of the commerce to 
which her locality entitles her, will become the 


20 ETERS 
The Economy of Railroads, as Affected by 
the Adaptation of Locomotive Power— 
Addressed to the Railroad Interests of 
New England. 


BY ZERAH COLBURN, 
Mechanical Engineer. 


Introduction. 

As a mechanical expedient, railroads;}were adop- 
ted to reduce the power required for locomotion. 
If they could be worked without any power, the 
cost of transportation would be no more than 
would pay the interest on the permanent invest- 
ment, and the cost of attendance. The permanent 
investment, or first cost of a railroad, is often 
made very great to enable it to be operated with 
a moderate expenditure of power, and this policy 
of eonstruction is sometimes adopted where prior 
investments have been made with less reference 
to the economy of power. 

Had the original roads, been built, both in align- 
ment and in grade, on air lines, there could be no 
excuse for competing roads. As the case 
stands, however, many important roads, built at 
great cost, are threatened with competition. The 
pretext for competition, is, that the original road 
does not accommodate the business; being inca- 
pacitated either by sinuous route, and consequent- 
ly, increased distance; or by severe undulations, 
involving an unproductive expenditure of power. 
Before such considerations should operate a- 
gainst a road already built, such road should pos- 
sess the best application of power, such as would 
overcome its natural obstacles in the cheapest 
manner. 

The object of the present essay is to make a 
comparison between the different systems of mo- 
tive power, in use un New England and on other 
railroads ; to exhibit the principles which govern 
the economical application of power, and to sug- 
gest means, which, without change of route or 
hazard of income, will en able the leading New 
England roads to reduce, very much, the cost of 
the principal branch of their transportation. ~ 

, The author is well aware that the strongest 
prejudices exist against any important change ia 
the working machinery of New England roads, 
but while he will endeavor to disarm prejudice by 





great depot for southern and western trade. 
A. B 








argument, he will feel bound to accord proper re- 
to the experience of New England Mans- 
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. of railroads, especially the admissions ef those, 


and constant losses owing to an imperfect adapta- 


some of those roads, in doing any other than a 
..- local business ; and shall notice the unsettled state 
. of the public mind in Massachusetts with reference 
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gers, Massachusetts, especially, has been fore- 
most in the introduction and extension of railroads, 
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to her railroad connections with the West,—a feel- 
ing which is only that of dissatisfaction with the 


and at the present moment, by participation orjresults afforded under the present system. 


example, controls a large share of railroad opeta- 
tions throughout the country. But while this ex- 
perience will receive due respect, its character 
will be analysed, and a proper distinction made 
between that of a mercantile and other of an en- 
gimeering nature. In the mechanica] engineering 


who, by position, should control that department, 
exhibit a singular disregard of its importance. 
They have practically assumed that the railroad 
system was perfected, and nearly cotemporary with 
its introduction. 

This assumption has necessarily prevented de- 
velopment, while, in the meantime, other channels, 
offering better facilities, have drawn away the im- 


The object of an investment is areturn. This 
may be either direct or indireci; direct in the 
form of a dividend, and indirect when the result 
is the improvement of real estate, or access to 
market for such commodities as would not other- 
wise pay a profit after transportation. The par- 
ties making the investment, however, are not the 
only ones in interest. All who furnish or receive 
the increased trade, or who participate in any 
way inany of the benefits conferred ; or those who 
by their position feel entitled to receive benefit 
therefrom, are also interested in the result. The 
interest of the proprietors of a railway is high 
dividends, while of most others it is low fares. 
To harmonize these interests is a problem both in 


mense foreign business, for whose control many of|the construction and management of roads, re- 


the New England roads have been built. 

The object of New England capitalists, to par- 
ticipate in the western trade, is indicated in the 
active competition which has prevailed in the 
construction and management of the works al- 
ready built, and in the appearance of a new pro- 
ject, involving great cost, and an engineering un- 
dertaking of doubtful character, to accomplish 
the end set forth. 

To develope the capacity of existing roads is a 
very interesting problem, and its achievement will 
reduce the cost of movement, thereby leaving the 


quiring probably more skill in the latter respect 
than in the former. Where th? proprietor’s inter- 
ests are made paramount to those of the public, 
the latter have a resource in the construction of 
competing works. 

The early history of railroads has been general- 
ly prosperous. This fact has tended to avert re- 
flection on the hazards of railway investments, and 
to supply capital faster than it could attract bu- 
siness. The results of overdoing are competition, 
division of profits, increase of tolls, and eventual- 
ly a loss of capital. Many roads ig Jew England, 


door open for low fares, the surest preventative of] by their present position, are immediate illustra- 


competition. Beyond the direct advantages thus 
secured to railroads, new facilities and encourage- 
ments would be given to trade, perhaps sufficient 
to engage the attention of the commercial inter- 
ests, for whose advancement the railroad system 
of New England has assumed so complicated and 
expensive a character. , 
OBJECTS AND RESULTS OF RAILROADS. 

There is often more difficulty in showing the need 
of an improvement than in effecting it. In cases 
where the means of improvement rest upon a 
known basis of action this is indeed very generally 
the case. Men who have perseveringly cherished 
brilliant schemes of usefulness have often failed 
to execute them, not from any inherent difficulty 
in the proposed means, but that they were not ap- 
preciated. The reason is simply that the popular 
mind can easier appreciate results than processes. 
This is so univérsally the case that but few of the 
great inventions which have marked the present 
age would have probably been in use had not the 
inventors themselves worked out and realized their 
own ideas. 

In a case, therefore, where a person without 
professional reputation or monied influence, hav- 
ing never been known in connection with the con- 
struction, management or ownership of railroads,; 
comes forward with a system for working them 
with greater economy than at present, it will re- 
quire a strong argument on his part to “make out 
a case” of the necessity, even, of improvement. 

I shall endeavor, nevertheless, to show that the 
railroad interests of New England sustain large 


‘tion of locomotive power. I shall endeavor to ac- 
eount, from this fact, for the want of success of 


tions of these results. 

Railroads may be unprofitable from two causes. 
First, from a disproportion between the movement 
to be accommodated, and the permanent invest- 
ment made for its accommodation ; and second, a 
disproportion between the cost and the charge of 
movement. 

If a railroad under prudent management fails 
to pay a fair profit after any considerable period 
of operation, the cost has clearly been too great, 
and if no part of it could have been saved it 
must, as an independent investment, have been 
premature and perhaps unwarranted altogether. 

In cases, where the first named disproportion 
exists the second is almost sure to follow. If the 
annual gross earnings fall short of an ascertained 
per centage on the-original cost of the work, then 
the operating expenses will be disproportionate to 
the whole receipts, thereby subjecting the capital 
expended to adouble loss. This result follows by 
reason of the constant expenditure for taxes; for 
repairing the natural decay of certain portions of 
the work and of the equipment; for a consider- 
able portion of ropairs of track and machinery 
due to running the engines and a portion of each 
train; for salaries; for a considerable portion of 
train expenses, and for other unavoidable charges 
which are independent, or nearly-so, of the amount 
of business done. 2 
The disproportion between movement and in- 
vestment may come from too small a movement 
compared with the road, or from too many roads 
compared with the movement. 

The second disproportion named, that existing 
between the cost and the charge of transportation, 
may come from doing the business at less than 
fair prices, either to sustain competition or to en- 
courage the movement over the road. Or, it may 
come, with fair charges, from an extravagant ap- 





plication of power, or from any other wasteful 
system of expenditure. 

It is from, these reasons that railroads built 
where not needed are worked under a double dis- 
advantage; as their expenses per ton or per pas- 
senger are greater from the causes named, while 
an inducement exists to put the charges below or- 
dinary paying rates in order to attract a business. 

Railroads are often .projected, and frequently 
built, where no business exists proportionate to 
the investment ; a prospective business being re- 
lied on. But such business, beyond a certain ex- 
tent, involves an increased investment. The 
principal Massachusetts railroads have increased 
their cost largely by outlays for increased busi- 
ness. Where the increase of business has exceed- 
ed that of the construction account, the equi- 
librium of profit has been maintained by reduced 
charges, a result often made necessary through 
competition. 

The tendency of railroad operations is to place 
these works on a level with other kinds of pro- 
perty. As the conditions involved in their con- 
struction and operation become known, money 
will not often be hazarded upon them, and such 
roads only as are needed will be built. Beyond 
acertain point, railroads, like other investments 
carried to a similar extent, cease to confer real 
benefits. The best and surest roads are those in 
new countries, where all existing business can be 
controlled, and where the roads become instru- 
mental in developing new business, The poorest 
investments of this kind are in occupied districts, 
where competition has already reduced the profits, 
and a new work becomes a new competitor. 

Admitting these conditions as sound, a par rail- 
road investment in New England should earn from 
12 to 15 per cent. gross, annually; about one- 
half of which should go to expenses. Experience 
furnishes aid in establishing fares and tariffs so as 
at the same time to attract business and to make 
it productive, while good management keeps down 
the expenses to a standard of about one-half. 
This standard of operating expenses, however, so 
often appealed to as necessary, depends upon ihe 
circumstance of the cost of operating, and the in- 
terest on the whole cost of aroad being about 
the same. Any amount of gross earnings, which 
will more than pay the expense of operating and 
the common rate of interest on the property, can 
only be regularly maintained by the aid of adven- 
titious circumstances, or by legislative protection. 
To preserve this result under ordinary circumstan- 
ces, is, however, a delicate test of good manage- 
ment; and, if for long periods, of a general heal- | 
thy sentiment in regard to railroads. 

THE ABOVE GENERAL CONSIDERATIONS AS APPLIE! 
TO MASSACHUSETTS RAILROADS. 

In designating the situation of railroads, thos 
which owe their projection and construction pri- 
cipally to Massachusetts capital and influence, 
and those whose objects are based upon the coi- 
mercial and manufacturing movements witin 
that State, will be ineluded in the general titlof 
Massachusetts railroads. 

This State presents the mostelaborate and em- 
plicated railroad system to be found in this can- 
try, and by capital and connection, has orgawed 
and controlled the railroad interest in se#ral 
other States. 





These roads have been principally made > se- 
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eines of local traffic, and the particle 
tion ina foreign trade. The first was the primary 
object of the earlier roads. The coincidence of a 
portion of these lines with the direction of move- 
ment of the foreign business, caused their ultimate 
extension by other lines, having both of the 
above objects. 

Many of these roads, the earlier ones especial- 
ly, have passed through three different and dis- 
tinctive periods of existence. The first was when: 
in their early operation, they had not yet secured 
a profitable business; when doubts of their value 
as investments, or of their capacity as channels of 
communication, were entertained. The Lowell 
road was built, principally, upon the encourage- 
ment of proprietors of land and water power, re- 
quiring for their productions, an access to market. 
The net income of this road was once estimated, 
upon the best means of information, at about one- 
sixth of what it has actually amounted to in later 
years. 

The Concord Railroad, a link in the northern 
extension of the Boston and Lowell, was not for a 
long time commenced, even with the offer of a 
liberal bonus from proprietors of land and water 
power, lying upon its line. 

The Boston and Worcester road, in its early 
history, was proposed to be leased at an annual 
rent of $16,000. The interest on its present cost 
would be nearly twenty times thissum. 

The Western, Nashua and Lowell, and New 

Bedford roads, were only finished upon the 
strength derived from State aid. 
- The second period of existence was one of sig- 
nal success. Many of the roads, having created a 
large business, and enjoying a temporary monopo- 
ly thereof, paid dividends beyond all previous ex- 
pectation. Where Boston and Worcester stock 
had been at 65 per cent., by the commence- 
ment of the year 1846, it stood at 114. Boston 
and Maine, once at 50, sold at the same time at 
111. Boston and Lowell, once at 82, had risen, 
in 1844, to 128. So of other roads; Boston and 
Providence sold, in 1846, at 111; Fitchburg, at 
120; Concord, at 134%, and other railroad stocks 
at liberal premiums. 

At the same time, while established roads were 
enjoying an enviable prosperity, other works of 
the same kind, then incompleted but promising to 
be of equal importance, were struggling against 
doubt and difficulty. The Western Railroad 
stock, once at 40 per cent., had risen, in 1846, to 
but 85 per cent., although since that time, while 
other railway property has depreciated, it has 
risen to above par, at but little below which stand- 
ard it now remains. 

The third, and present, stage of railway proper- 
ty in Massachusetts, is generally less profitable 
than it was in the intermediate stage of general 
success. Competition, both within and without 
the State, has divided the former business; 
while the natural increase of local business aris- 
ing on each line, has required generally a propor- 
tionate increase of the permanent investment for 
its accommodation. The increase of business, so 
rapid for a considerable length of time, did not, 
at once, involve its corresponding expense. This 
fact was the result of the use of all of the original 
Structures and equipments of these roads, and of 
the operation of the roads with a number of trains 





Hess, in proportion t “the: > : 
As time showed the original establishment to be 


insufficient, increased cost, both for construction} 
and operation, was incurred. 

From the first, the projectors of these roads 
aimed at a return, direct inits nature and as sub- 
stantial as would be expected from any legitimate 
business, not involved in unusual hazard, The 
public, generally, expected extraordinary returns. 
This expectation, after a certain period in the ope- 
tation of railroads, became realized, and the cer- 
tainty of similar and continuous results, became a 
popular sentiment; entertained as well by those 
who had only a general interest, as by others, who 
by investment, had a particular concern in its cor- 
rectness. There were many men who took rail- 
road stock to secure the construction of works 
likely to benefit their property ; there were others, 
of ample resources, and of prominent public influ- 
ence, who became identified with the system to 
aid in a public benefit, and especially to promote 
the prosperity of Boston, with which much of the 
general welfare of New England is connected. 
There were those, also, who, looked upon as lead- 
ing men, took stock to inspire the confidence of 
others. 

The new facilities afforded for the exchange of 
natural products, brought land, before unoccupied, 
into market, and attracted labor to make it pro- 
ductive. Investments followed in geueral busi- 
ness operations, in farming, lumbering, quarrying, 
brick making, tanning, and in other channels of 
industry. Manufactures, induced by the cheap- 
ness of transit of their raw material and finished 
productions, sought water power, cheap food, fuel 
and labor, in places comparatively remote. There 
was a wide and deep seated interest in railroads, 
extending, as must all the results of public con- 
veniences, far beyond their immediate ownership. 

To harmonize the interests of those who suppli- 
ed and those who wsed the railroad facilities, was 
the problem which presented itself to the mana- 
gers of the New England, as well as to any other, 
system of roads. “Extraordinary dividends” 
were to harmonize with “ extraorcinary facilities,” 
and the result, of course, had to be a compromise 
between the two. It was the belief that both 
could be greatly increased that led to the great 
expansion of the system. 

The results of the operations of this system have 
generally fell short of the early expectations. The 
roads within Massachusetts are earning, upon an 
average, hardly the interest upon their cost. And 
the extension of the system into New Hampshire 
and Vermont has been generally unprofitable, up 
to the present time. 

The principal reason why railroads in the agri- 
cultural districts of New England have proved 
unproductive, when not sustained by ample busi- 
siness from connecting roads, is the great dispro- 
portion between the permanent investment and 
the movement of persons and property who avail 
of its accommodations. This disproportion has 
been the more strongly defined from the greater 
cost of many of the items of the construction of 
these roads, as compared with others nearer Bos- 
ton, and built upon easier ground, In the item of 
graduation, masonry and bridging, this dispropor- 
tion is enhanced against the interior roads. The 
following statement, comprising roads of each 
class, exhibits this fact: 
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, per mile, of Graduation, Masoaryagg! 


Bridging. 
Boston & Lowell, tee double track, Ba 





Boston & ¥ 15,000 

Tggicn & becxe a9 = , ! See, 14,517 
es rp, ‘ 17 “ce 

Fitchburg, 66“ Y% « : 

Cheshire, 54 * sing _ Bathey 

Vermont & Mass,77 ‘ » 21,566 


The two single track roads, costing more per 
mile than any of the other roads named, except- 
ing the Western, are the most unproductive of the 
whole. 

The disproportion referred to must always fall 
heaviest on interior roads. First, because the 
population and surplus products upon their routes 
are comparatively sparse; and second, because of 
their increased distance from the common market, 
they cannot so well afford the charge for trans- 
portation. The average of individual wealth: is 
lower than in the neighborhood of cities, and so is 
also the average value of the tonnage of surplus 
products. From the fact, too, that by the com- 
paratively greater cost and diminished business 
of these roads, their passenger fares and freight 
tolls are also at a higher rate per mile, the move- 
ment is retarded in an increased proportion. 

If efficient railroads could be built and opemated 
at a cost corresponding with the business which 
they are destined to accommodate, the system 
could be widely extended. Were this principle 
developed to an extreme, remaining exact in,such 
an application, a railroad could be built to every 
man’s door. As it is, however, a large proportion 
of the expenses of the construction and operation 
of railroads, are in a measure independent of the 
business to be accommodated. 

It seems to be well settled that no railroad can 

be built and put in working condition, in New 
England, for less than $25,000 per mile, while the 
average is much higher, probably above $45, 
To support this cost, with that of operating, every 
mile must furnish a business yielding a gross fare 
of at least $6,000 per annum. The movement, 
through a town six miles wide, must pay $36,000 
a year; or, upon a general average, the road must 
become unprofitable. 

Railroads, therefore, require a concentration of 
population and business for their support, and if 
a business, paying double the interest on the cost 
of the read, does not exist, nor cannot ex‘st, upon 
the line of any road, such road must be worked 
at a loss. 

These general considerations are given merely 
to account for the results developed in the opera- 
tion of railroads in New England, and to show 
how entirely independent is the movement from 
the management. The exigency of a railroad 
must depend upon the amount of business to be 
done; the profit depends upon this issue and also 
upon ‘the cost of doing the work. 

The question of the exigency of a road is of 
more importance in its results than that of the 
cost of working, since the amount of business done 
affects the cost of operation. 

The following table exhibits the cost of some 
of the leading roads in Massachusetts, together 
with the movement thereon during the official 
year of each, ending (with the different com- 
panies) at different times in the yedr 1863. 

(P designates Passengers, and F' tons GP itight 
moved.) — 
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without Total Cost Movement for each mile each mile each mile Movement 
Name of Road. branches. Length. Cost. per one mile for of total from other fromown per $1,000 of 
Mile. year 1863. length. roads, road. cost, per mile. 
Miles. Miles. (Local. ) 
ae | 186 $9,968,259 $63,803 P. 27,488,944 P. 176,211 106,708 69,603 P, 2,762 
F. 28,168,554 F. 180,471 184,190 46,281 F. 2,829 
55,642,498 356,682 240,898 115,784 6,691 
Boston and Worcester............ 45 69 4,850,755 70,801 P. 24,700,512 P. 857,978 186,094 divided P, 6,092 
F, 11,577,498 F. 167,790 186,958§ on 45 miles. F, 2,386 
36,278,010 525,768 873,052 7,478 
Boston and Lowell............... 26 28 «62,044,586 73,019 P. 9,576,208 P. 342,007 71,180 270,827 P. 4,685 
' Ets; : F. 7,542,674 F. 269,877 “150,797 118,580 F. 3,690 
17,118,782 611,884 221,977 389,407 8,375 
: Boston and Maine............... 74 88 4,111,846 49,534 P. 27,426,685 P. $80,442 129,851 200,591 P. 6,676 
, F, 8,066,170 F. 97,188 34,415 62,768 F, 1,968 
85,492,855 427,625 164,266 268,359 8,688 
Boston and Providence........... 44 56 3,676,041 68,868 ~—~P. 11,160,088 P. 200,000 90,000 110,000 P, 3,186 
: F. 4,712,754 F. 84,156 238,988 60,218 F. 1,319 
15,862,792 284,156 118,938 170,218 4,454 
| Tee 68 3,716,870 64,660 P. 17,814,206 P. 254,621 98,704 156,917 P. 4,663 
F. 12,180,140 F. 179,120 119,477 59,643 F. 3,281 
I | 29,494,846 433,741 218,181 215,560 7,944 
a | Pe ee eee 68 3,120,892 53,800 P. 14,710,581 P. 253,631 35,588 218,042 P. 4,714 
vH F. 2,774,807 F. 47,883 16,650 31,183 F, 889 
| | 17,484,888 301,464 52,288 249,226 5,603 
t 
| WR 9 st eens oi oe ae 54 3,075,195 66,948 =P. 4,492,818 P. 88,200 68,484 14,766 P. 1,462 
| - me : F. 8,748,987 F. 162,018 141,595 20,428 F. 2,848 
| | 13,241,800 245,218 210,029 35,189 4,310 
| 
| husetts ...... 69 77 3,456,314 44,897 P. 2,801,989 P. 36,388 21,570 14,818 P. 810 
| : ea F. 2138869 F. 27-777 24'050 3.727 F. 619 
ie 4,940,808 64,165 45,620 18,545 1,429 
HE pie sca ° 
Bi | Connecticut River..............: 50 52 1,802,245 34,659 P. 4,861,426 P. 58,152 The whole P. 1,676. 
| = homens lease 28 F. 2368864 F. 31,585) divided © movement prob- F. 911 
qt — upon 75 miles. ably 125,000 for 
: 16 6,780,290 89,737 each mile of 2,587 
main road. — 
EE Ee eee 42 1,050,000 25,000 P. 7,453,708 P. 117,470 164,687 12,988 P. 4,698 
F, 2,818,595 F. 67,109 58,110 8,999 F, 2,684 
10,272,308 244,579 222,647 21,982 7,882 
The following roads may be taken in comparisen with the foregoing. 
Total 
Cost up to Cost movement Movement for Movement per 
Name of Road. Total length the end of per one mile each mile of $1000 of cost 
in miles. 1863. mile. for year total length. per mile, 
1858. 
New York and Brie... .... 0.2.00. eee eee +0469 $31,222,834 $66,570 Pass, 98,482,361 Pass. 209,877 Pass. 3,151 
Frt. 101 626 622 Frt. 216,687 Frt. 3,254 
200,058,883 426,564 6,405 
Baltimore and Ohio..... .... ..6. seen ee ve ee 380 20,708,028 64,495 Pass. 17,336,572 Pass. 46,623 Pass. 837 
Frt. 29,791,468 Frt. 78,399 Frt. 1,438 
(Main stem —— opened throughout dur- Coal. 61,724,761 Coal. 136, 118 Coal. 2,497 
ing the yea soetiniashiaienne axaeigenie 
az 98,852,796 260,140 4,772 
All New York Railroads... ........ ..6. sees 2,432 117,707,621 48,400 | Pass, 581,572,298 Pass. 218,574 Pass, 4,616 
Frt. 246,564,492 Frt. 101,380 Frt, 2,096 
778,126,790 219,954 6,611 


The Reading Railroad had 24214 miles of single|were carried one mile. Allowing one-half of this} The “movement per $1000 of cost per mile,” 
track at the close of 1852. Its nominal length is t for weight of cars, (probably a little morelis the real test of the productiveness of railroad 
96 miles. Cost $17,141,987 or $180,442 per mile./than one-half) we have 185,262,899 tons and pas-|stocks. Yet this depends upon the nature of the 
During the year 1863, 870,525,798 tons of pas-sengers one mile, or 1,960,186 for each mile|movement, whether it be of property or persons; 
sengers, general freight and coal, including cars,of the road. whether it be that of suburban residents, through 















travellers, valuable freights, agricultural ‘pro- 
ducts, coal; or other assessable-material. It is 
evident that these different sources of income are 
profitable in different degrees. Some travel, 
well as some freight, will not dear high charges, 
so that the character of the movement upon a 
railroad must always be regarded in any estima- 
tion of revenue. 

It may be said that the kind of freights carried 
on New England roads pays higher per ton than 
the single passenger for the same distance. While 
of the passenger business, those roads which enter 
the city of Boston generally have a large propor- 
tion of commutation travel at low rates. 

Taking, however, the tonnage and travel upon 
the New England roads mentioned in the table, 


” and averaging an indiscriminate charge equal to 


12 per cent. on the cost of road, (6 per cent. being 
for operating and an equal per cent. for dividends, ) 
we shall have the following result. 
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WO ven ceiadsannien 5,591 2°14 
Boston and Worcester ..7,478 1:60 
Boston and Lowell..... 8,375 1°43 
Boston and Maine..... . 8,638 1°39 
Boston and Providence. 4,454 2.69 
BCR OUEG vi cin: v0 00 cvees 7,944 151 
Hastern.... .. sse0 sees -0,608 2°14 
CRORIEP bccn, sa. so cio «sie 4,310 2°78 
Vermont and Mass...... 1,429 8°39 
Connecticut River...... 2,587 462 
A TOL ocemactaensss 7,382 1°62 


By this scale of prices per ton and per passen- 
ger per mile, all of these roads, with good manage- 
m.nt, would pay 6 per cent. dividends, if all of 
them could retain their present movement. As it 
is, the paying roads get more than their rates, 
corresponding with their movement in the above 
table ; the others get less. 

It will be scen that the Boston and Maine should 
charge the lowest fares ; the Boston and Lowell 
next: Fitchburg next; and Worcester and Fall 
River roads afterwards. The Cheshire requires 
fares just twice those of Boston and Maine; the 
Vermont and Massachusetts siz times as much. 

It will be seen, however, on looking in the table 
of cost and movement for the several roads, that 
the larger part of the movement upon the Western, 
Cheshire, Vermont and Massachusetts and Fitch- 
burg roads is received from, or given to other 
roads. So that although the whole movement on 
a portion of these roads is large, but a small part 
is local. For all other business, originating on the 
western side of the Green Mountain range, these 
roads have sharp competitors in the New York 
railroad and water lines. The retention of the 
full amount of their present foreign movement 
will therefore depend upon the extent of their 
competition in reducing charges. 

In New York, railroads must earn 13 per cent. 
gross, to pay an interest dividend, with the same 
operating expenses as in New England. Their abi- 
lity to operate for six per cent. of cost of ‘road 
will be discussed hereafter. With the present 
movement of the Erie road the charge per mile 
would be 2°03 cents, earning 13 per cent. on cost. 

The Baltimore and Ohio road cannot be proper- 
ly included in a comparison of the results of trans- 





its departments not having had the necessary 


as | time to become fully organized ; its expenses in- 


creased by items for which discrimination could 
hardly be made between operating and construc- 
tion accounts; and it being even at the present 
time deficient in connections for its growing 
through business. Besides being without its pro- 
per connections, it has none of the commutation 
travel of which Boston roads can do so much on 
so little capital, and its heavy freights are such as 
must be transported for long distances, and as will 
bear at the best but low charges. Yet as I shall 
refer in frequent cases to the operating system of 
this road, I will not shrink to put its last year’s 
business in comparison with that of eastern roads. 
This road, upon its last year’s business, would 
have earned 12 per cent. gross, at charges of 114 
cents per ton per mile on coal, and 3°6 cents per 
ton of general freight and per passenger for the 
same distance. 

The Reading Road to have earned 12 per cent. 
gross in 1852, would have charged 1:11 cts. per 
ton and per passenger per mile. : 

The relation between investment and movement 
is so directly involved in the subject of competing 
roads that a few words will be devoted in their 
consideration. 

The movement upon a number of roads, all of 
which have been for several years in operation, 
has been shown. On many of these lines the move- 
ment is insufficient to pay interest and cost. Those 
lines which have been built to participate in 
foreign business, the western business especially, 
have failed of that object, while but few have 
been enabled to sustain themselves on local traffic. 
The Western Railroad has had the advantage of 
several years of operation. In its earlier history 
it was an unprofitable enterprise, but soon after, 
being in advance of any similar work built to car- 
ry trade to New York city, it received a heavy 
accession of business and afforded satisfactory re- 
turns. In the mean time, it had opportunities to 


increase its local trade ; upon which, with its share 
of the through travel over the railroad line be- 
tween the cities of New York and Boston, it now 
principally relies. Its western business, assailed 
by competition from without the State of Massa- 
chusetts, has fallen off to a very great extent. 
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opened throughout during its last official year; 


he 


land of freight going pair y me: year sinc 
1842 is given in the’ company’s reports as above. _ 

It will be seen that more than one-half of the 
through tonnage eastward has been of fowr; a 
species of freight which has avowedly been. al- 
ways carried, by an established policy of the com- 
pany, without profit. AddisonGilmore’s doctrine was 
to carry flour at rates that wonld starve off the 
coasters, and to make the deficiency good on 
other freight, generally local. 

Had not the best portion of the Western . Rail- 
road been in use since 1849 for the through travel 
over the “ land route, “ its earnings would probab- 
ly now show a loss, when compared with those of 
former years. Giving it the most favorable view it 
cannot be said to have accomplished the great ob- 
ject for which it was built. 

Hence, if outside competition has defeated the 
purpose of such an enterprise, what would internal 
rivalry accomplish in addition? Suppose a road to 
have an annual movement of persons and tons 
numbering 5,000 per $1000 of its cost, what would 
be gained by a competing line, of equal cost, if the 
whole movement were increased to 9000, or even 
ifit were doubled. The local support of such a 
line, for instance, not being greater than that of 
the Vermont and Massachusetts road, which tax- 
ng the through business at the samé rate, must 
receive six times what its facilities are worth to 
enable it, in the language of its President, “ to 
earn a living.” 

I know very well what will be said of the “ grades 
and curves” of the Western railroad, and it will be 
my purpose to examine the effect of grades and 
curves generally, and to show in what manner they 
are surmounted, in their worst aspects, on other 
roads which receive but one half the toll per mile 
for heavy freight now paid to the Western road. 
This examination will be continued in a every 
subsequent section of this essay. 

There are always temptations to muita. 
Local feelings, sensitive to neglect; whole town- 
ships of unopened land, having perhaps but little 
to give when canvassed ; commercial disappoint- 
ment at “ insufficient facilities,’ or perhaps a 
other times the jealousy of neighbor capitalists,— 
all tend to supply capital for railroads faster than 
they can attract business. 

The Boston and Lowell Railroad even, with its 
capital of nearly two millions, raised up a rival in 






\giving a single cause of individual dissatisfaction. 


The people of Lowell, by the result, have the com- 
mand of two routes to Boston, with nearly double 
their former number of trains, and the introduc- 
tion besides of the new feature of package tick- 
ets. 

Of all railroad competition ¢xperience has shown 
that carried on in thinly settled or unproductive 
districts to be the most ruinous. The causes are 
obvious ; 

Fewer patrons for the use of the road ; 

Lower average of individual wealth ; 

Lower average value of surplus tonnage ; 

Increased distance to the common market ; 

Necessarily higher rates of fares and tolls heal 
mile ; 

Abscence of commutation travel . 

Comparative abscence of commercial cident 





ments to travel, and often rn cost for con: 
struction. by 
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and ‘alignment, is another obstacle, sufficient to| the navigation of all the great Lakes in the West, 


employ the-energies of one road, now worked, 
as will be shown, far below its capacity ; without 
eiiploying a large additional investment to divide 
a Jean business. 
New Railroads in occupied districts, labor, to 
an extent, under greater disadvantages, apart from 
competition, than did the earlier roads. The orig- 
inal roads were opened, many of them, at a low 
cost, and could then command business at high 
rates of fare. With the increase of business their 
construction accounts have increased also, but not 
in equal ratio, the earnings, which at former rates 
would have overpaid the interest on the invest- 
ment, having been regulated by lower fares. The 
cost and annual income of the Boston and Worces- 
ter road have both been trebled since 1840, 
whike the movement of passengers and tonnage 
has increase nearly ten fold. The freight carried 
over this route in 1840 was 82,000 tons. In 1858 
it had reached 309,715 tons. Hence, although the 
money value of the investment is no greater now 
then in earlier times, its wsefulness has been great- 
ly increased—that is, it affords’accommodation, in 
proportion to its amount, to three times its former 
business. — 
The disadvantage sustained by a new road is 
that this proportion of usefulness is expected 
from it, before it has had time to create its busi- 


ness. In cost, it must approach that of first class 

works which have become first class only through 

the greatly increased support they have received. 

In compensation it must be affected by the exam- 

«ple of older roads which have been enabled to do 

a great business at a comparatively low cost. 
To be continued, 





Syracuse and Binghamton Railroad. 
Below we give a report prepared by Wm. H. 
Swift, Esq., Pres’t of the Western Railroad of 
Massachusetts, formerly Pres. of the Philadelphia, 
Wilmington and Baltimore Railroad, in reference 
to the business capabilities of the Syracuse and 
Binghamton Railroad (addressed to a person in- 
terested in the same.) In all such maiters, the 


opinion of no person in this country is entitled to 
gteater consultation, nor will command more at- 
tention than that of Mr. Swift. 
~ Report of William H. Swift, Esq., of Boston, upon 
the route, connections, resources and prospective 
ty a of the Syracuse and Bighamton Rail- 
road, 


Dear Sir :—At your request, I have examined 
the Report made by W. B. Gilbert, Esq., the Chief 
Engineer of the Syracuse and Binghamton Rail- 
road Company, (May 31, 1853,) and a communi- 
cation of the President and Directors of said road 
to the stockholders, (Nov. 1, 1858.) I have seen 
also the Map and Profile of the line as located, and 
have conversed with Mr. Gilbert, the Engineer, 
and received from him such imformation and ex- 
planatiens in regard to said line as would enable 
me to understand, generally, the more important 
characteristics of it, as well as some of the details 
of the project. 

A glance at the map of the United States will 
be sufficient to show, strikingly, the importance 
of this line of cummunication lying in a direction 
nearly North and South, it connects immediately, 
the three great avenues‘ of the State of New York, 
running from East to West, viz.; the Erie Canal, 
the New York and Central Railroad, and New 
York and Erie Railroad, all extending from Lake 
Erie to the Hudson river. From Syracuse, by 


lof the Syracuse 
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racuse and Oswego Canal, 86 miles, the line 
and ‘ hamton Railway is exten- 
to Lake Ontario at the rtant town and harbor 
of Oswego, and at last named opening to 


to the Canadas, and to the River 8t. Lawerence. 
At the southern extremitiy, Binghamton on the 
Susquehanna river, and the New York and Erie 
Railroad, the line forms a connection by means of 
the Delaware, Lackawanna and Western Railroad, 
Crt opened to the coal fields,) with the great 
ackawanna coal fields of Pennsylvania, near 
Scranton, some 60 miles from Binghamton, and 
thence either to New York, 125 miles, through the 
Delware Water-gap and by the Central Railway of 
New Jersey, or to Philadelphia 146 miles via the 
Water Gaps, Easton and Philadelphia Railway, 
thus, according to the Report of the Directors, ef- 
fecting a saving of distance, as between Syracuse 
and NewYork, of 30 miles, and to Philadelphia of 
about 100 miles. : 
Another important feature in the position of the 
Syracuse and Binghampton Railway should not 
be overlooked. It forms.the first communication, 
North and South, in passing westwardly the Hud- 
son, to be found between the New York Central 
Railway and the New York and Erie, and by rath- 
er a striking coincidence, it intersects the for- 
mer line about midway between Albany and Buf- 
falo or Niagara Falls, and about midway also be- 
tween the city of New York and Dunkirk on Lake 
Erie it strikes the Erie Railroad. 
It will thus be seen that the line in question is 
remarkably well situated, geographically. 
The Syracuse and Binghamton Rail Road is 80 
miles in length, and in passing the summit which 
divides the waters flowing into Lake Ontario from 
those which fall into the Susquehanna River, it 
attains an elevation of 800 feet in the town of Tul- 
ley, distant from Syracuse 19 miles. This sum- 
mit is approached from the North by gradients 
varying from 0 to 52.8 feet per mile. 


The alignment of the road, in general is very 
good. After passing the summit, the line falls in- 
to the valley of the West branch of the Chenango 
river, and throughout this part of its course, some 
80 miles or more, the route and character of the 
Line, both in its direction and the favorable na- 
ture of the ground for a railway, in the cuttings and 
fillings as represented in the profile, and the ma- 
terial for the Road bed, combine to constitute this 
portion of the line uncommonly good. 

The curve of least radius (with the exception of 
one in the town of Syracuse) is 1910 feet, certainiy 
very favorable. 

The quantity of earth woork exceeds 2,700,000 
cubic yards, of this there is some 80,000 cubic 
yards of excavation in rock. 


The aggregate length of bridges upon the line 
is 1460 feet, of which there is but one which ex- 
ceeds 88 feet span, viz: at the crossing of the 
Chenango river and the Chenango canal, at the 
same point, afew miles North of Binghanmton. 
This bridge is 500 feet in length and elevation 35 
feet above the stream, but as the bottom is good, 
no unusual expense need be incurred in establish- 
ing the foundations. There will be 16 trussed 
framed bridges exclusive of the Chenango above 
described. 

The guage of the Road is to be 6 feet, that be- 
ing the established guage of all the roads -with 
which it is to be connected, except the Svracuse 
and Oswego, and the New-York Central. The 
Syracuse and Oswego is of 4 feet 8} inches, but 
this, the Directors think, will be modfied, and that 
no transhipment need take place between the 
Lake and the coal fields or points beyond ; an ob- 
ject worthy the attenion of all parties concerned 
at an early day ; a break of guage being a serious 
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The first great article relied upon for business of 
the Road is coal from Pennsylvania. The first 
deposit of this invaluble mineral is found in the 
greatest abundance in the neighborhood of Scran- 
ton, some 60 miles South of the terminus of the 
line, Binghamton Coal is required at Syracuse in 





extensive manufacture of salt carried on at. that 
place and in its vicinity. It is wanted for the 
steam vessels and propellers navigating the lakes 
and the St. Lawrence; it is needed for domestic 
purposes, and finally it will be needed, at no dis- 
tant day, for the use of locomotive engines on all 
our railways, the fuel now used exclusively for 
this last purpose becoming more scarce year, by 
year and consequently more expensive. 

Merchandize from New-York, Philadelphia and 
Baltimore, and iron for foundry purposes as well 
as in its manufactured state, from Pennsylvania, 
constitutes the second large class of freight. 

The returns from the North to the South will be 
salt, gypsum, lime, cement, flour; from Oswego, 
grain, cattle, timber, &c. 

The estimate which the Directors make of the 
passengers business is somewhat vague, as all 
such estimates made before a line is opened must 
necessarily be, but the general experience in this 
country which has followed the opening of new 
lines of railway, lead to the conclusion that even 
the most sanguine expectations of well informed 
persons have been more than realized upon the 
opening of all the -well situated lines of railway, 
not only in the more densely settled portion of the 
United States, New England and New-York, but 
in parts of the country more remote, and even 
where the population, as compared with New Eng- 
land and New-York, is very sparse; [Illinois for 
example ; even there the results of the large num- 
ber of railways which have been constructed with- 
- the last two years have been encouraging to 
all. 

In the case now under consideration there is a 
certain business already at hand, and one which 
has proved itself sufficient in the case of the Read- 
ing Railroad to bring in, unaided by the other bu- 
siness of the line, from one to two millions of dol- 
lars annually, and this upon a road of less than 
100 miles in length. 

With such an article of increased consumption 
as coal to start with, it is not unreasonable to sup- 
pose the Syracuse and Binghamton Road, with its 
important connections North and South, and its 
situation in a district of country so rich in soil, 
and so well covered with a population requiring 
the means of transportation for themselves and 
their productions, should ralize all that the pro- 
jectors of the Road predict of it. 


I have no means of verifying the estimates of 
the various kiids of business which is supposed 
by tho Directors will result from the opening of 
this road, nor does this appear to be necessary on 
my part. I have shown that one great article is 
alone sufficient to infuse vitality into the under- 
taking and of itself may furnish a large return on 
the capital employed in the construction of a very 
extensive line of railway, for example the Reading 
Railroad of less than 100 miles in length has cost 
more than $17,000,000, yet that road derived a 
gross revenue from its business for the year ending 
November 80th, 1858, of $2,688,287 of which, the 
earnings from the transportation of coal were 
(gross) $2,254,694. The working expenses of the 
whole line, including drawback on coal, for the 
same period, are stated at $1,222,537, leaving the 
sum of $1,465,750 applicable to interest on loans, 
renewals of road and machinery, and dividends on 
stock. 


I have stated that I have no means of testing 
the estimate made by the Directors, of the general 
business which they suppose the line will receive, 
but I find at page 14 of the Report of the Direc- 
tors, some statistics furnished by Mr. John Wil- 
kinson and others of Syracuse. Mr. Wilkinson is 
well known as the former efficient President of the 
Utica and Syracuse Railroad, and is probably as 
well informed in these matters as any person to be 
found. 

It may be well to show the extent of the popu- 
lation which it will be reasonable to suppose may 
have occasion to make use of the Syracuse and 
Binghampton Railway, between the lake and New- 
York and Erie Railroad. Oswego being the point 
on the lake which will become the coal mart fora 








means of the Syracuse and Oswego Railway and 





large quanties to supply the fuel needed for the 


very extensive district, including the Canada shore 
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as well'as the American, it will not be improper to| New York, for the year ending Sept: 80th, 1862, | conducted, the rosdcan live: | T'do-toty 
consider the Syracuse and Oswego Railroad 86|I find the f lowing statement of the average cost| consider the success of the enterprize 


miles as an extension of the Syracuse and Bing-| of the 
hamton Railway, and thus we shall properly in-| per mile of single track, includi 


clude the population of the county of Oswego. 
This county, and the three counties through the 
middle of which the line of the Syracuse and Bing- 
hamton Road will pass, embrace all that we shall 
consider immediately dependent upon the railway 
for their own transportation, but even these four 
counties by themselves it will be seen present 
quite a large aggregate for 115 miles of Railroad. 

The Census Tables of 1850 furnish the follow- 


ing results, viz: 
Population 1850. 


Oswego County,.... .... ..++ sees oe 62,198 


GE iin eg scic'c apse doce ches tase 85,890 
GUI edad Snes bese scien cing tee 25,140 
DS Xdag Gods cee chne <cachase 80,660 

RRBPONMII ooo isci dose vacates 203,888 


Say for the 115 miles 1,770 souls for each mile 
of Railway : 1-6th of the entire population cannot 
be considered an over-estimate of the number 
which would probably become travellers upon the 
Road, or say 300 per mile. 

The Road from Binghamtvn to the Coal field at 
Scranton, 50 miles, is completed and in use. The 
construction of the line from Scranton to the Wat- 
er Gap, 52 miles, and thence to Hampton on the 
New Jersey Central line, 23 miles, is in progress, 
and it is represented that all that portion of the 
line will be completed before the close of the pres- 
eng year, 

The Road from the Water Gap to Philadelphia 
is expected, as I am informed by Mr. Gilbert, to 
be completed about the time the other Road (to 
New York) is finished. 

From Hampton, on the New Jersey Central, to 
New York, the Road is completed and in use. 

The Syracuse and Binghamton Road is intended 
to be opened throughout in August, 1854, 

ESTIMATE OF COST, 

Mr. Gilbert, the Engineer of the Road, makes 
the following estimate of the entire cost : 

Grading, masonry and bridging .... $665,445 00 

Superstructure, including iron. .... 677,050 00 

Land, land damages and fencing.. 176,000 00 

Depot buildings..............4. 60,000 00 

$1,578,495 00 

Road Furniture Equipment...... 230,600 00 
$1,809,095 00 

Or for the whole $22,728 per mile. 

This estimate, based as itis, 1 presume, upon 
prices actually paid for portions of the work, I 
must regard short so far as the ultimate cost of 
the road is to be considered. I mean by this the 
coast that may .be reached say within two years 
after the line is first opened for use, 
The equipment, I perceive, is stated by Mr. Gil- 
bert in his estimate of the 31st May 1853, to be 
designed to supply the wants of the road for the 
first year only, and it may be that Mr. Gilbert in- 
tends it to be inferred that further expenditures 
for the road itself will be required after it shall 
have been in use one year. 
My own experience in these matters has led 

. Ise to become somwhat skeptical where estimates 
of cost of works of such magnitude as railways 
are concerned, and in practice, I have found it in- 
dispensable to accuracy, to make large allowances 
for various contingencies not specified in the esti- 
mates, because not foreseen. If such allowances 
be not made in time to meet probable wants, 
great embarrassment will sometimes be produced, 





and continued to the great annoyance of the| think will exceed the present estimated cost ; and 


managers of a road, and to the positive disadvan- 
tage of the proprietors. 


Excluding the estimated costfof the equipment | rived from the average of a large number of simi- 
($230,600) the sum $1,578,495 is left as the cost |lar works in New York will, in the case of the 
of the read and its-fixtures, or at the rate of $19,-| Syracuse and Binghampton, fall short of that 
) This appears to me to be a low| average, at the period stated. 
estimate for such a road as this must become even 


730 per mile. 


before it shall require a second track, 




















branches. © 
Graduation, masonry and bridging, 

POR GIR. b40 cies vast cc 
Superstructure, including iron ..... 
Lands and fencing .............--- 
Station buildings, per mile......... 
Shops and machinery.............. 
Engineering and agencies.......... 





ending September 30th, 1853, it is stated that of 


ports, the aggregate length of all those reported 
amounting to 2,102 miles, that the entire expendi- 
ture (exclusive of the cost of engines and —_ 
had reached $85,780,000, or at the rate of $40,8 
per mile of road. 
I do not mean to be understood by this, that the 
Syracuse and Binghampton Railroad is to cost at 
this time the average thus deduced ; for we see 
by the reports that there are some roads which 
are reported to have cost as low as $15,000 per 
mile including equipments while others we 
see exceeding $50,000 per mile. 
Analyzing these statements a little, we per- 
ceive that grade, masonry, and bridging, varies 
from $4,000 per mile the least, to $23,000, the 
greatest, and superstructure, including iron, from 
$5,000 per mile, the least, to $19,000 per mile, 
the greatest, and the same of other items. 
What I desire to do is, to call your attention 
to the verage cost of railways in New York, as 
deduced from the general results furnished by au- 
thentic documents. 
For example; the length of all the roads laid 
in New York is about 2,500 miles, and the amount 
paid for construction and equipment is about 
$117,700,000, or at the rate of say $47,000 per 
mile. This embraces all classes long and short, 
old and new. Some corporations have carried re- 
newals of road, superstructure, and even engines 
and cars, to cost or construction as it is technical- 
ly called, but this. it is to be supposed, makes but 
a small portion of the grand aggregate of $117,- 
000,000. 
In looking to the ultimate cost of the Syracuse 
and Binghamton Railroad it would seem to me to 
be not unwise to regard the actual cost of similar 
works here and elsewhere. 
With these remarks premised, I shall conclude 
this paper by expressing the opinions whicb I have 
formed in regard to the road, and of its value as 
an investment. 
1st. That the Syracuse and Binghamton road is 
a most important work, completing as it will, the 
shortest and most direct line of railway between 
the Anthracite Coal district of Pennsylvania and 
Lake Ontario. 
2d. It opens a shorter line of railway from Lake 
Ontario to New York, Philadelphia and Baltimore 
than any other route. 
8d. Independently of its advantage as a through 
line, it possesses a sufficient population immedia- 
tely upon and around it to constitute it a well si- 
tuated line for local business. 
4th. In its grades and its alignment it is favor- 
ably located. The heavy trade, coal, moving 
from the South to the North. There being no 
ascending grade in that direction which exceeds 
25 feet per mile, nor a curve which is less than 
1,950 feet radius. 
5th. The ultimate cost of the line, say within 
two years from the time it is opened for use, I 


I do not consider it safe to suppose that the cost 
of the several items enumerated at page 14, de- 


6th. The road itself being in the right place is 
an all important point. The coal business is a 


principal items in 24 railways new and old,| depend upon its.cost 






be $5,000, or even $10, per mile more than 
the present es 
eee see $13,547 00] quite a sec 
9,693 00) assured being, 
2,750 00} That place being where the certain wants of the. 
1,264 00] communify will be sure to furnish sufficient traffic : 
445 00/ to render the enterprize a remunerating one. Such 
1,028 00)a line I believe the Syracuse and Binghamton 
— Railroad to be at this time, with the prospect of 
Total per mile...............-$28,729 00} future development which must further contribute 
In the report of the State Engineer for the year| to the ultimate value of the property. 


, would in my be 
consideration ; pb gee rg be 
t the road is in the right place! 


In short I consider it an enterprize well worthy 


the 23 corporations which had rendered full re-| Of the attention of capitalists, desirous of making 
investments in railways. 


Your obedient servant, 
Boston, March 11th, 1854.  W.H. SWIFT. 


Journal of Railroad Law. 
WHAT ARE “RAILWAY ACCIDENTS ?” 

In the English Court of Exchequer, a case rela- 
ting to this subject, Theabald vs. the Railway Pas- 
sengers Insurance Company, was lately tried be- 
fore a special jury, and the Chief Baron: The 
plaintiff was the celebrated publisher in Pater- 
noster row, and being frequently engaged in trav- 
elling by railway, had effected an annual insurance 
for £1000 with the defendants in May, 1863, for 
which he paid £1. In January last, he was trav- 
elling with his wife, in a second class carriage, 
from Birmingham to Shrewsbury, and on his arri- 
val at Wolverhampton, where it was necessary to 
change carriages, he stepped out on to the plat- 
form. The day was very wet, and the steps being 
very slippery, the plaintiff missed his footing and 
fell between the platform and his carriage, and 
in so doing seriously injured both legs. The plain- 
tiff claimed £100 for loss of time and £34 for 
medical expenses, and also £100 for loss of profits. 
The declaration of plaintiff alleged that the aceident 
was a railway accident, and was not caused by 
any negligence on his part; but the defendants, 
by their plea, alleged that the injury was caused 
by the plaintiff's negligence, and was not a rail- 
way accident for which they were liable on their 
insurance. 
The plaintiff insisted that the amount which, he 
claimed was a fair proportion of the £1000 insur- 
ed, the accident not having terminated fatally. 

Mr. Macauley, for the defendants, admitted 
that the question of negligence must probably be 
decided in favor of the plaintiff, that he argued 
that the Insurance Company were not liable under 
the circumstances of the case, as the accident was 
not a “railway accident.” He also contended, 
that, if the defendants were liable for anything 
the damages must be assessed in that proportion 
which the degree of injury actually sustained by 
the plaintiff, bore to death. The company insur- 
ed the plaintiff’s life against railway accidents 
for £1000, and undertoek to pay such sum as bore 
a proportion to that amount, if the accident did 
not terminate fatally. The claim ought to be 
limited to 4 mere compensation for the injury 
done to plaintiff, and ought not to embrace loss of 
profits nor loss of time. . 

The Chief Baron said that the case was new 
and difficult from the terms of the act by which 
the company was chartered. He thought this 
was not a case for which the company was liable, 
and that their liability was confined to cases of 
accidents caused by the negligence of some one 











In the Official Report of the State Engineer of] certain thing, and one by which alone, properly 
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But that would be reserved for the Court above, 
and the question for the jury was, whether the ac- 
cident arose from the plaintiff's negligence, and 
what proportion of the £1000 they should assess 
as damages. 

The plaintiff was clearly entitled to his £34 for 
medical expenses. He might also be entitled to 
£100 for loss of time, or profits, but he could not 
recover £100 for time and the like amount for 
profits in addition. The jury rendered a verdict 
for plaintiff for £184. 

EEE — 
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Back Numbers of the Journal. 


Those who wish back numbers of the JournaL 
for binding are requested to order them at once, 
as we shall be able to supply thom but a few 
weeks longer. 

We can furnish Bounp Vouvumes for any or all 
years complete since 1881—price ¢5—per year. 

Our Rattway Map in sheets will be sent by mail 
to any address on the receipt of $1.00—price on 
rollers $2.00. 

We have a few copies of Mr. Jounson’s valua- 
ble work on the Northern route to the Pacific— 
price by mail $1—with maps. 























Stock and Money Market. 

Since our last, the share market has shown a 
gradual though not excessive decline. A steady 
contaaction appears to be going on in all monetary 
operations. Only a small business is doing in 
Bonds and operations in these are confined to first 
class securities. The foreign news appears to ex- 
eri a paramount influence over our money market, 
and favorable change is hardly to be expected rill 
affairs in Europe assume a more definite aspect. 
The rates for money for all purposes continue high. 





Cleveland and Toledo Railroad. 

The receipts of the Cieveland and Toledo road 
for the third week of March were $16,750. TYe 
Tolede ‘Blade sayf: 

“Few persons who are not in a position to see 
it, can form an adequate idea of the amount of 
travel through this city by railroad. Night before 
last thirteen car loads of first class passengers went 
west in one train. The number could scarcely be 
less than 700. Three trains pass through each 
way daily, and we are told that a fourth train is in 
contemplation. There is probablf no road in the 
country doing a better business than the Cleve- 
land and Toledo. The freight business is becom- 
ing large and will be immense when proper arran- 
gements for its transportation between Cleveland 
and the New York lines shall have been perfected. 

“The Canada road seems rather to have in- 
creased the travel by the South Shore; for since 
that was opened this has wonderfully increased its 
passenger business.” 


Delaware and Hudsen Canal Companies, 

The annual election of the Delaware and Hud- 
son Canal Company, came off to-day, and resulted 
as follows: Managers—John Wurts, Wm. M. Hal- 
sted, Silas Holmes, Jacob R. Le Roy, Wm. 8. Her- 
riman, Charles N. Talnot, Maurice Wurts, Lora 
Nash, Edward J. Woolsey, William Musgrave; 
Geo. T. Oliphant, Daniel B. Fearing, Robert Ray. 
John Wurts, President; William Musgrave, Vice- 
President; Isaac N. Seymour, Treasurer; Gilead 
A. Smith, Secretary. 

The profits of this Company during the last year 
were ,972, equal to 11} per cent. on the capi- 
tal stock of the Company. The coal shipped 
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Compiled from the latest retwrns—corrected every Wednesday—on a par valuation of $100. 
e 4 |Pe | eh \€ 
, a) 3 a € 5 
r= —....4 © SB ° 3 = | m 
NAME OF COMPANY. a & | i go |g. € als 
s| 32 | & | Se |ged| de leis 
S| & = 38/282) 33 |= F 
= 6 Fy a S Zi A 
Atlantic and St. Lawrence. .. Maine./150| 1,538,100) 2,978,700) 5,150,278) 254,748| 118,520;none| 88 
Androscoggin and Kennebec.. ‘‘ | 55) 809,878) 1,016,500) 2,064,458] 140,561) 80,053)none| 30 
Kennebec and Portland.. .... “ | 72} 952,621) 29/,80 | 2,614,067) 168,114) 100,552/none} 41 
Port., Saco and Portsmouth.. ‘ | 51| 1,865,500) 128,884) 1,469,884) 208,669]........| 6 | 973 
York and Cumberland,...... 20| 285,747) 341,100} 718,605) 28,946) 11,256)none/ 24 
Boston, Concord and Montreal. N.H.| 93] 1,649,278} 622,200) 2,540,217) 150,588) 79,659|none| 380 
SPINEL, cdin57wn0n-00%s noeneps “| 36) 1,485, none. | 1,485,000) 305,805} 141,836) 8 {1074 
ET ctch ues 000 ones ee “| 54! 2,078,625] 720,900! 3,002,094| 287,768} 55,266 5 | 36 
SID 1000 65 Ko agen ennnce | 82) 8,016,684).........|.. nae 828,782} 163,075, 5 | 56 
Manchester and Lawrence.... ‘“ | 24) 717,5648).........|..0..- ana lecnensantinen tak 6 | 80 
Nashua and Lowell......... - “ | 16} 600,000) none 661,214) 132,545] 51,513) 8 (109 
Portsmouth and Concord.... ‘ | 47) .... ceceleeeee cece 1,400,000) .... 2... [eeee vee none}... 
PPE cunt acescnssqheccee | MM maseapes cseecess| 678,600).... ....]+ : none| 124 
Connecticut and Passumpsic.. Vt. | 61/ 1,097,600} 550,000) 1,745,516).... ....|..+. «ss. none| 26 
+ 2ets abe 20s. nnee os 1120} 2,486,000) 2,429,100) 5,577,467) 495,897| 266,539\none| 94 
Vermont Central............  “ /117} 8,500,000) 3,500,000)12,000,000|.... ....|-+++ ses. woee| 124 
Vermont and Canada........ “| 47) 1,500,000)......... 1,500,000/Leased to|the Vt. Cient. | 974 
Western Vermont........... “ | 51) 892,000} 700,000)......... |Recently opened. [none}.... 
Vermont Valley ........ .... a AL Geeta” ninwp hohe 6:4 ANNE oan eeball sapien cece coos [MONE] oe 
Boston and Lowell.......... Mass,| 28) 1,830,000)......... 1,995,249) 388,108} 180,881) 7 | 90% 
Boston and Maine........... “| 88] 4,076,974) 150,000) 4,092,927) 659,001) 838,215) 7 (108 
Boston and Providence...... “| 68] 8,160,390, 390,000) 8,546,214) 469,656, 227,434) 6 | 82 
Boston and Worcester....... ‘‘ | 69} 4,500,000) 425,000) 4,845,967| 758,819] 381,296) 7 | 99% 
Cape Cod branch,.......... “ | 28} 421,295) 171,800} 638,906] 60,743} 30,056) 2 | 40 
Connecticut River........... “ | §2] 1,591,100, 198,500 1,801,946] 229,004) 72,028) 6 | 55 
ns 5004, 008-¢enesee.nes “ | 75] 2,850,000} 500,000) 3,120,891] 488,793} 241,017) 7 | 864 
OS rrr “| 42| 1,050,000) none. | 1,050,000) 229,445) 99,589) 8 | 97 
sen énnee.cces.cones “ | 66] 8,540,000 112,305] 3,628,078] 574,574| 282,787, 6 | 854 
New Bedford and Taunton... ‘“ | 20} 500,000) none. 520,475] 164,230) 43,960, 7 |117 
Norfolk County .... .... +... . “ | 26] 647,015) 819,748] 1,245,927| 67,261] 28,415jnone! 68 
Se CE cans once cone cecse “ | 45] 1,964,070, 282,800) 2,293,684) 374,897; 122,816 none\100 
Taunton Branch............ “| 12) 250, none, 807,136| 137,406) 24,399 8 |.... 
Vermont and Massachusetts.. ‘“ | 77| 2,140,536) 1,001,500) 3,203,333] 218,679) 18,648none| 203 
Worcester and Nashua....... “| 45] 1,184,000] 171,210] 1,821,946] 162,109] 66,900 4 | 62 
(aid i pains “ 1155] 5,160,000) 5,319,520] 9,953,759|1,525,224| 746,736 7 | 974 
PINON 5050 co0e cose c00ns Mo As | ON s00n cums 467,700|......... 240,572) 110,892)....| 71 
Providence and Worcester... “ | 40) 1,457,500) 300,000) 1,791,999] 291,417) 120,892; 6 | 99 
Sinks sessieckuente.ees.e Conn.| 45) 922,500) 500,000) 1,400,000).... ....|..+. «+s. 4 | 65 
Hartford and New Haven.... “ | 72} 2,860,000| 800,000] 3,150,000) 689,529) 294,269)10 (125 
SEEING! 550s Kine 9066 0600 oe | RA Rie: 2,500,000} 829,041; 168,902'none}.... 
seertnued, Frov.ena Wishkill,; TG. oe, caved ve0sicn see In progres} 69,629)........ none!}..-- 
New London, Wil. and Palmer “ | 66) 558,861) 800,000) 1,511,111) 114,410)........|. ...| 39 
New York and New Haven... “ | 61) 8,000,000) 1,641,000) 4,978,487| 806,713) 428,173) 7 1003 
Naugatuck .... .... 0... 005. «| 62) 926,000 000}... . voce cece coceleeee wane 8 |.s-- 
New London and New Haven. “ | 55] 750,500; 650,000] 1,380,610/Recently opened. jnone| 40 
Norwich and Worcester.. .... “ | 54] 2,121,110) 701,600] 2,596,488] 267,561) 116,965, 4 | 564 
Buffalo and New York City.. N. Y.| 91) 900,000) 1,550,000) 2,550,500/Recently jopened. jnone}.... 
Buffalo, Corning and N. York. “ |182) ........]..... eee. In progres|.... ..+.|se+- coos none| 65 
Buffalo and State Line....... “ | 69} 879,636 872,000) 1,921,270/Recently jopened. |.... |180 
Canandaigua and Niagara F.. “ {| 50) .......c}.ece0 cess In progres|.... .... {see vees seenileees 
Canandaigua and Elmira..... “ | 47| 425,509) 682,400} 987,627| 76,760; 39,860jnone| 68 
Cayuga and Susquehanna.... “ | 35) 687,000) 400,000) 1,070,786; 74,241! 23,496\none}.... 
Erie, (New York and Erie)...“ /464/10,000,000|24,003,865|33,070,863/4,318,962/1,800,181| 7 | 754 
ERORO TUVOP:. oo. vince cece ce “ 1144) 3,740,515) 7,046,895)10,527,654/1,063,659) 338,783/none| 66 
Harlem ......... 180) 4,725,250! 977,468) 6,102,935) 681,445) 324,494) 4 | 54% 
en RETO “| 95] 1,875,148] 516,246 2,446,891) 205,068] 44,070/"5,| 82 
New York Central ......... «1604/25 ,085 600) 10,773,823/33,859,423) .... ....).000 woes 1183 
Ogdensburgh (Northern)..... ‘€ {118} 1,579,969] 2,969,760) 5,133,884) 480,187) 195,847 25 
Oswego and Syracuse........ ‘ | 85) 350,000) 201,500' 607,803) 90,616) 43,609 70 
Plattsburg and Montreal.... ‘ | 28) 174,042) 181,000, 349,775|Recently jopened. jnone),,.. 
Rensselaer and Saratoga.... ‘“ | 25) 610,000 ; 774,495} 213,078| 96,787|.---|.... 
Rutland and Washington..... ‘ | 60} 850,000) 400,000) 1,250,000/Recently jopened. |-.-.|.... 
Saratoga and Washington.... “ | 41) 899,800, 940,000) 1,832,945) 173,545) 135,017|none| 30 
Troy and Rutland........... “| 82) 287,690; 100,000} 329,577|Recently jopened. |....| 33 
Troy and Boston............ “ | 89} 480,936, 700,000) 1,048,857|Recently jopened. jnone},,.. 
Watertown and Rome....... “ | 96) 1,011,940} 650,000) 1,693,711) 225,152| 116,706 8 | 96 
Camden and Amboy......... N. J. | 65) 1,600,000)......... 4,327 ,492|1,888,885| 478,413)10 (148 
Morris and Essex.......... | 45) 1,022,420) 128,000) 1,220,825) 149,941) 79,262) 7 |.... 
POW SUMMOT vos s secs cei vuse ‘| 81) 2,197,840; 476,000) 8,245,720) 608,942) 816,26910 (131 
New Jersey Central........ . “ | 68) 986,106) 1,500,000) 2,879,880) 260,899] 124,740, 3 |.. 
Cumberland Valley.......... Penn.| 56) 1,184,500 18,000) 1,265,148] 118,617) 76,890) 5 |.... 
Erie and North East......... © | 20} 600,000)......... 750,000/Recently jopened. |.... |125 
Harrisburgh and Lancaster... “ | 86] 880,100) 718,227) 1,702,528) 265,827) 106,820) 8 | 55 
Philadelphia and Reading.... “ | 95| 6,656,382|10,427,800/17,141,987/2,480,626/1,261,987| 7 | 778 
Philad., Wilmington and Balt. “ | 98! 5,000,000! 2,899,166) 8,067,285! 868,038 541,769 6 | 79 
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Pennsylvania Central........ Penn, 250 9,768,155) 5,000,000'13,600,000)1,943,827) 617,625)....| 97 
Philadelphia ag vets -~ Cie chee Badd e HC kise sie feces veun pease sees [sees a 
ea eeearcccele cscs covelcces o cccelecce coes| secs cece leece 
= samp Pile. i000 6060 Md '381 18,118,902) 5,677 ,103/22,254,338|2,083,420 798,193) 7 | 58 
Washington branch.......... “ | 88} 1,650,000). ........ ,650,000| 348,622) 216,237 8 tees 
Baltimore and Susquehanna.. “ | 57) «10. eee |e cece ceeelecee evens 413,678) 152,536). 
Alexandria and Orange.... .. Va. | - Sete otal is ones teak “e ae Cee ae tees eee levee ioe 
anassas Gap.... ..+. eee se 6 | BT] ence cecels occe wees TL PFOg. |. e-e cone | eeee oes jeseelecee 
Fora nae cececeeceee “ | 64) 769,000} 173,867} 1,163,928] 227,598) 72,370) 7 | 77 
Richmond and Danville ..... “ | 78) 1,872,824 000\In prog. [..-- ..e-|eeee vee: jeeee| 70 
Richmond and Petersburgh.. “ | 22) 686,000)......... 1,100,000} 122,861) 74,113 none| 40 
Rich., Fred. and Potomac.... “ | 76} 1,000,000) 503,006) 1,531,238) 254,376) 113,256, 7 100 
South Side.... .... sees ceeee « | 62) 1,857,778) 640,000) 2,106,467) 62,762)........ b.évafewed 
Virginia Central........ ..-- “ |107| 1,678,684, 469,150 2,392,215) 210,052; 99,077; 10 | 50 
Virginia and Tennessee.... .. | 78) 2,650,091) 707,958) 3,545,256) 109,268 42,786 none! 98 
Winchester and Potomac..... « | $2; 180,000) 120,000 416,532) EL, Ae 12 |... 
Wilmington and Raleigh..... N .C.'161| 1,888,878] 1,134,698 2,965,574) 510,038) 153,898) 6 
Charlotte and South — 8. a FA bag es Jess voce | sada cain sees lees 
ville and Columbia..... wail ,004, p TD PTOg. [eee ene leeee woes cgttiggs 
South GORMERB sc 50:0009 0000 « |949! 8,858,840) 3,000,000 7,002,396)1,000,717| 609,711, 7 125 
Wilmington and Manchester. “ |...) 2+ esss|eeee eeees In prog. |... ceceleeee cece leeee |seee 
Geonpie Central bane ctv evens Ga. |191| 3,500,000| 418,187/ 3,465,879! 986,074 535,608 | § pe 
Georgia ........-..2ee0e-+- “ (211) 4,000,000 1,214] .........| 984,424) 456,468) 73¢).... 
Macon and Western.... .... . “ (101) 1,018,088; 163,000) 1,277,834, 278,789, 149,960, 9 101 
SING bias wiie co desiver:s AE Pesaran et tat .|In'prog. | 59,590, 21,781)... |... 
South Western.............. “ | 60} 586,887} 150,000) 748,525) 129,395) 71,585) 8 |.... 
Alabama and Tennessee River Ala.} 55) ......../..-. ++. Im prog. cece cece |eeee cone ener leone 
Memphis and Charleston..... ™ - ean 400,000 “ PTOZ. [eee eee [secs ceee eeee lowes 
Mobile and Ohio............ " Foes CO INPTOR. . [osce cose Lewes ccce levee looce 
Montgomery and West Point. “ | 88} 688,611)......... 1,880,960) 173,542) 76,079 8 
Souther .:0. 000 seve cece coe BE OE kandiceadlh <dcccthal onda cass,lease see Leeee ceee tees leeee 
East Tennessee and Georgia..Tenn.| 80) 835,000} 541,000\In prog. |........ Sane agus Fonet oo 
Nashville and Chattanooga... ‘“ (125) 2,093,814) 850,000/In prog. |........ Puasa caucnses lense 
Covington and Lexington.... Ky. | 38) 1,480,150} 900,000|In prog. _........ |eees eee leeee| 68 
Frankfort and Lexington..... “| 29) + =867,218)......... 584,902! 87,421) 44,250)....| 80 
Louisville and ee dion es. QR eas eons bathe saes arenes |eece cece leone seauteaws (“ge 
Maysville and Lexington..... HF lec] cece cecefoces scece MPEG. |. aco leqes sans Jes | 
Cleveland and Pittsburgh .++. Ohio.| 1,979,100} 1,142,200} 3,279,908} 482,682) 267,278/ 10 | 85 
Cleveland and Toledo....... _ Pa 2,000,000} 1,600,000) ......... | Side cacelewcarceat Joes i 983 
veland, and Erie........ «| MEG Segalhanabtene xcuclsPedkadin cana ledeseceebeetseceelenas sees 
Geonienl aek Columbus..... ‘‘ 185; 3,027,000} 408,200) 3,655,000) 777,793, 488,45412 (1204 
Cornet en sen See 7 | oa cece covebocccs cece 000,000)... .... | seen eens | eeee| 65 
lumbus and Lake Erie..... - feces bessle ses cocalenes seeks lecce cccc|ecce eves leces loves 
Cincinnati. Ham. and Dayton “ | 60) 2,100,000} 500,000) 2,659,653) 321,798} 200,967).... 102} 
Cincinnati and Marietta..... oO ea] ades Yewelt Wess teks Im prog. [sees ceweleees oes |eee-| 62 
Dayton and Western......... “ | 40) 310,000) 550,000; 925,000'Recently opened. oo 75 
Dayton and Michigan........ “ | QO)... ccecfecess ces PR BOE. |ecaccnnchedtvs.cangisaes owes 
Eaton and Hamiltcn......... S| BG cone coccle cece ccee| sons ccccsfevee ceve| cose cece loees 56 
Greenville and Miami........ “ | 5 shes thet Saat ween TIS ad coniage er asta s5y 9 
) Doerr eae H: POT weve cowsle cons sees TD PFOg. |..e veee[eees coos levees ass 
Little Miami............... “ | 84! 2,668,402 nye 3,169, 33) 667,559) 352,133) 10 |112 
Mansfield and Sandusky.... . “ '...| 900,000) 1,000, OGOG) «nic ese) esns ones jeeeeleces 
Mad River and Lake Brie. . “ (167) 2,387,200) 1,767,000 4,110,148] 540,518) 113,401'....| 7734 
CE Cela icace vedgccn | QU iced vacet saccanns Im prog. [ocee cece Saad faxc| 79 
Ohio and Mississippi......... eid ES ae? Ted ORC ae ™ Laada Seed Pages eee lowe Jeeee 
Ohio and Pennsylvania...... “ (187) 1,750,700) 2,450,000)......... Recentlyjopened. |....).... 
Ohio and Indiana.... ....... |...) sees cece fewee sence PR preg. [once cecchocsnjques ixsnctence 
Scioto and Hocking Valley... ‘ | 44 750,000; 300,000 n Recentlyjopened. |....|.... 
Xenia and Columbus........ | 64) 1,291,000; 300,000) 1,257,714| 817,000) 158,500! 10 107 
Evansville and Illinois....... Ind. | 31) Saws be Sevaweke In prog. | 287,506)... 2... }..0.|eace 
Indiana Central ............ cass pisely bccdaaés ©.  Pewwe deal higsciwewp pound SON 
SIR ins hon cn cs: SER ancscweaahe «senses L rs0e b heeeecenmn | Sona down lode Janes 
Indianapolis and Bellefontaine “ 83 ........|..... .... _ Recently |opened. ae] 87 
Indianopolis and Cincinnati.. ‘ | 90) 1,128,486) 1,289,000) 1,869,932 Recently|opened. ....| 76 
Lafayette and Indianapolis... “ | 62) .... ....|ecee cecelecee cone EPR iopened. |..../.... 
Madison, Indianapolis & Peru ‘ 188) 2,647,700) 1,241,300; 2,400,000; 516,414! 268,075 10 | 70 
Peru and Indianapolis.......  “ 40)... ceculeceee cece In prog. |... see. Dees lees} 65 
Terre Haute and Indianapolis “ 72! 632,387, 668,100) 1,853,019, 105,944) 71,446 4 108 
Rock Island and Chicago.... . BE level *ewhs oddxlecdetestncabacdnineiiie seeeemsabdnat soenl vane leas 
Chicago and Mississippi. .... . “ |185) 2,400,000} 4,000,000] 4,600,000 ........}........ SES eee? 
Illinois Central............. $A eRe LORS Kien aoe baie wennatens SA Dine Mie Pe 
Galena and Chicago......... ** | 92) 1,932;861] 500,000\In prog. 478,548) 286,152 ....|121 
Michigan Southern and Ind. N.Mich. 315] 2,800,000| 3,741,564) 7,276,616|1,200,922 586,929) 17 1184 
Michigan Central........... “* |282| 4,866,700) 3,977,568 i tte =e 582,816) 8 107} 
PACHIC.. 4. ceee cous vere eeees MO. (88 | 1,000,000) none. |In progres! Recently) opened. ay Be 





from Honesdale was 494,209 tuns. . The P: 


ennsyl- 
vania Coal Company also shipped 612,777 tuns. 
The season was 193 working days. The 

ment of the Canal has been completed and 
enlarged boats have carried 106 to 140 tuns. The 
stock of coal left unsold when navigation is re- | 
sumed will be light. The sales of coal have 
reached $2,046,033; tolls $878,479; profits as 
above stated $830,972. The amount of coal on 
hand now is $337,644, against $891,229 last March. 


Freight in Transitu over the Canadian 
Railways. 

A most important arrangement has just been ef- 
fected, by which merchandize passiong from the 
eastern to the western States, and vice versa, can 
be carried over the Great Western Railroad with- 
out the inconvenience that has heretofore atten- 
ded the transit, in consequence of tne Custom 
House regulations. Gen. Jacob Gould, of Roches- 
ter has just returned from Washington, where he 
had been as an agent for the Central Railroad 
Company, to effect this desirable object. Sec’y 
Guthrie at once gave his attention to the matter 
as laid before him by Gen. Gould, and the follow- 
ing method of passing goods over the Great West- 
ern Road has been adopted. The Treasury De- 
partment are to appoint two special Inspectors, to 
be stationed at either end of the Great Western 





*** | Railroad, whose duty it will be to receive al 


throngh goods, and pass them over to the conduc- 
tors of the Railway trains, who are to be sworn as 
Deputy Inspectors. These Conductors will deliver 
at either end, on oath to the Inspettors, the goods 
as they receive them. The Great Western Rail- 
way Company assume the expense incurred by 
the appointment of their Conductors as Inspectors 
of the United States. This arrangement will 
greatly facilitate the transmission of property by 
the Canada route, and inure to the benefit of all 
concerned.— Rochester Union 





Terre Haute and Alton Railroad. 
Large additions have been recently made to 
the Stock of this Company. The capital account 
is as follows: 


Capital Stock .. .... cane eent.cebmensi $2,900,000 
1st Mortgage 7 per cent. Bonds (sold). $1,000,000 
ms a ee ge » _- 260,000 
32 2”? ? Pe ” 223 unsold. 750,000 

$4,900,000 


The estimated cost of the road is not far from 
4,000,000. The means provided are ample for its 
construction without resorting, probably, to the 
whole of the last issue of Bonds. 

The work of construction is being carried for- 
ward with vigor, and there is a good prospect 
that nearly the whole line will be completed with- 
in the year. 

The rapid progress of the Wabash Valley line, 
and its proposed connection with the Terre Haute 
and Alton Railroad has added a new importance 
to, and materially improved the prospect of the 
latter. In addition to the pecuniary assistan 
brought to it, the above connection will const 
tute it a part of a leading route between the 
Mississippi and Lake Erie. Such connection wit 
a large local business which, it is admitted, t 
road must have, makes it a very different affa 
from what it was a year since. It is now in the - 
hands of parties of unquestioned pecuniary abi-.. 


lity, by whom it will be carried forward to an 
early and successful completion. 





Memphis and Ohio Railroad. 

We invite the attention of contractors to the 
advertisement of lettings on the above road. The . 
object of the road is to connect Memphis with the 
Ohio at Louisville and Cincinnati. Our next Issue 
will contain a detailed statement in reference to 





the project, 
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The attention of y maaan and those engaged 
in the management of Rail Roads has been espec- 
ialey directed to this subject of late, by the decis- 
ion of Mr. Justice Woodward of Pennsylvania, in 
the case of Scott vs. the Ohio & Pennsylvania Rail 
Road Co; and also by a table of accident arising 
from. imperfect axles published in the past re- 
port of the Philadelphia & Reading Rail Road Co. 
It is our purpose to communicate a few practical 
suggestions that have arrisen from a consideration 
of this matter; satisfied if they should prevent 
any accident or assist indirectly, in placing the 
responsibility upon the right parties. 

The Honorable Judge was of the opinion, that 
the company, having failed to show that they had 
made any attempt to discover whether any latent 
defect existed in the axle were liable, etc. This 
may be legally sound, but is practically impossi- 
ble; the fact being, that any effort to discover a 
latent defect, ruins the axle; or in other words, if 
the axle were properly tested, itis unfit for use, 
innine cases outof ten, This, Mr. Edward Miller, 
Chief Engineer of the Northern Pennsylvania 
Railroad, mentioned in his evidence before the 
Judge, (if we recollect aright,) and also very 
justly remarked, “that the chief reliance must be 
upon the standing and character of the manufac- 
turer.” 

A trial might be had of every: tenth or twenti- 
eth axle, or the fag ends of each axle tested, but 
neither of these methods are likely to find favor, 
owing to the great labor and expense they would 
involve and the merely approximate results attain- 
ed by them. We regard the stamping of the 
makers name upon the middle of the axle, as a 
good practical endorsement of the quality, and it 
should be done in full clear characters, (not a 
mere initial, only partially stamped,) where there 
can be no danger of turning it off in finishing up 
theaxle. This is now left optional, but we cannot 
see the difference in importance of stamping boiler 
plate, (made compulsory, we think, by legislative 
enactment,) and the stamping of car and engine 
axles, as far as concerns public safety. And, as 
there will always be those, who prefer economy to 
safety, and will not pay the price necessary to pur- 
chase a good axle, let the different qualities be 
stamped as on boiler plate. Then, if a verdict is 
required for damages, by the breaking of a second 
quality axle, the caso is much simplified. How 
may it be simplified in case of breakage of an 
axle of first class quality, from makers of undoubt- 
ed standing ? 

We have before us the report of the Philadel- 
phia and Reading Railroad Company, exhibiting a 
table of broken axles from 1848 to 1853, showing 
an average of two hundred and thirty-one per an- 
num, and an average of ten bent axles per annum. 
(May not the latter arise from the shape of the 
axle, being reduced to 3 inches in the middle ?) 
We have heard this table used as an argument 
against hammered axles; these axles all being 
made at the Tilt Hammer Shop of the Railroad 
Company. The writer is intimately acquainted 
with the method of manufacturing these axles— 
they are-drawn from piles of tough scrap into 
slabs or billets and then repiled and drawn into 
axles with very heavy steam hammers, which do 
their work effectually ; so that if the scrap iron is 
good, and there can be no doubt that it is, being 








principally made in the an = of the company ; 
we have no hesitation in saying that it will make 
an axle equal or superior to the best blooms to be 
had. 

Why, then, the great amount of breakage shown 
in the tables? From the simple fact, that the 
tonnage and wear of this railroad, is greater than 
any other railroad in the United States, and con- 
sequently the wear on axles must be very great 
also, and we are confirmed in the opinion, (viz: 
that the broken axles have each done good service 
proportional to their size and strength,) from the 
circumstance that every fracture that has come 
under our notice has been perfectly crystaline or 
granular; and we will venture to say that Mr. 
Milholland sends out no crystaline axles from the 
works of the company. Until the Pennsylvania 
and Reading Railroad Company have used rolled 
axles (reduced in the middle) for an equal length 
of time, with better success, we cannot see the 
force of this argument against hammered axles.* 

An accurate test of the truth of the above would 
be made by stamping each axle with tke dale of 
its manufacture, as the cars of the company are 
dated, and we might then arrive at the period that 
an an axle should be run under a given tonnage. 
Tables of this kind from the different railroad 
companies would be of great interest and value. 

We therefore would recommend in this matter, 
which we view as of great importance to the pub- 
lic safety ; that the stamping of car and engine 
axles should be made the subject of legislative 
enactment, as in the case of boiler plate—that 
railroad companies, for their own security, shall 
require the stamp of makers name, and quality ; 
and finally, that the maker should stamp the date 
on every axle, which will show when an axle has 
been in use long enough to throw the responsibili- 
ty of breakage upon the railroad company using 
it; and thus simplify the verdict when an axle is 
from a good maker, but overworked. 

Philadelphia, March 21, 1854. 


A. & PLR. 





New Locomotive upon the New Jersey Rail- 
road, 


The well known firm of Rogers, Ketchum and 
Grosvenor have just placed upon the above road 
anew locomotive, combining all ef their known 
improvements with an extent and perfection of 
finish and ornament never before attained as we 
think, for a like purpose in this country. Being 
the best effort of these builders, and combining 
all of their original improvements, designed and 
adopted as the result of all their experience, this 
engine deserves especial notice. 

It is named “Gov. Southard,” and has 144 inch 
cylinders, 22 inch stroke, four drivers of 6 feet 
diameter and a truck. 

Beginning with the boiler (the most essential 
part of the machine) it has most liberal propor- 
tions of heating surface and steam room ; the outer 
crown of the firebox, for its whole length, being 
elevated about 15 inches above the top of the bar- 
rel of the boiler. With the ‘elevated crown,” first 
adopted by Mr. Rogers, more steam-room and a 
better security against “priming” is obtained, and 
as it allows of more flue-room it really makes a 
larger boiler. It also facilitates the entrance of a 





*We say this from no interested prejudice, bein 
engaged in the manufacture of both rolled an 
haramered axles ; 
fairly presented, 


but that each side should be 


man within the boiler for examination, or repairs. 
The boiler has two steam domes, also, both pro- 
tected by gracefully formed brass coverings. By 
the use of two domes more steam-room is afford- 
ed, while, from drawing the steam one-half from 
each, a more uniform draught of steam is obtained, 
an important protective against “working water’ 
or priming. The “elevated crown” is also a va- 
luable protection from the same difficulty. 

The firebox is protected with a highly planish- 
ed covering of sheet brass, resting upon wooden 
lagging. The ordinary Russia iron covering of 
the barrel of the boiler is confined by swelling 
brass mouldings, of a showy and elegant form, in 
place of the usual flat bands. 

The “expansion braees” for connecting the fur- 
nace with the frame, and for allowing the ex- 
pansion of the boiler, without strain, when heated, 
are pecniiar excellencies of Mr. Roger’s engines, 
and they have always been made and fitted with 
as much care and accuracy as any part of the 
running machinery. 

The frame, while it has no dead weight, has 
great strength. The pedestals are welded on, and 
wedges are provided for taking up the wear of the 
boxes. 

The cylinders, which are arranged for the “out- 
side connection,” are secured in a very strong 
manner. The smoke box is made thicker, even, 
than the shell of the boiler, and is stiffened by a 
stout wrought iron ring, rivited within its forward 
end, To the flat sides of this firm support, and to 
the frame, the cylinders are bolted. These, with 
the steam chests, are amply protected from cold 
by handsome brass covers. 

The truck frame takes its load upon its cen- 
tre, but upon an extent of bearing surface sufi- 
cient to prevent any rocking motion. By this va- 
Iuable arrangement the truck adapts itself with 
the least friction to curves in the road, while jolts 
and shocks are also better distributed upon the 
main frame. The truck axles have both inside 
and outside journals, by which the boxes wear 
much better than with inside journals alone. 

The link-motion was first practically applied in 
this country by Mr. Rogers, At his hands its pro- 
portions and adjustments have been perfected, 
and its wearing qualities improved. By the most 
exact compensations its suspension has been 
established to yield the greatest equality of ad- 
mission of steam on both strokes of the piston. 
Beside this, the “lead” is regulated so as to be the 
least when working steam through the full stroke 
with a heavy load, and the most with a high de- 
gree of expansion and rapid motion. In the ma- 
terial, mode of ,finishing, and_adjustment of these 
links, and of all parts of the valve motion, we 
can say, with a full knowledge on our own part, 
that they surpass most others for durability, ac- 
curacy and efficiency. 


The pumps are of brass, with capacious air 
chambers on both their suction and forcing sides. 

It would be out of place in a general notice to 
specify all the detailed merits of the class of en- | 
gines of which the “Gov. Southard” is but a single 
member. But it deserves to be said that in every 
point, whatever long and successful experience, 
practical and theoretical skill, and energetic ma- 
nagement could accomplish, is attained. We have 
been the more particular to refer to some of the 





leading excellencies of these engines as the greatey 











part are originally due, either in conception or in 
their first successful application to this firm. The 
managing partner, Mr. Rogers, by his practical 
appreciation of improvements has done more, 
probably, to influence the style and proportions of 
American passenger engines than any other 
builder. In behalf of the engineering principles 
which have been so consistently maintained in 
this Journal, we take pride in exhibiting such 
successful examples of their practical application 
as his engines afford. 

Beyond these general merits, common to all of 
the engines from these builders, the “Gov. 
Southard” deserves especial notice for the superb 
finish and elegant and profuse ornament which 
has been bestowed upon it. In beauty it rivals 
a poetic creation. Every part has been subjected 
to assiduous labor or creative art. It seems like 
the ideal in comparison with the forbidding real 
of much of our railroad machinery. Beauty is 
an element deserving of consideration, even in its 
application to locomotives. With other engines, 
on the New Jersey road, upon which much or- 
nament has been bestowed, they retain after long 
use, a fine appearance, showing that with care, 
and the natural pride which an engineman has in 
a handsome engine, this pleasing quality is not 
out of place in such an application. 

It would be well, if railroad companies could 
know the importance of time to a builder, in 
building a good engine. Engines are often built 
and delivered in an unfinished condition, general- 
ly at greater cost to the builder, and invariably 
at a loss to the purchaser, for at his expense im- 
perfections exhibit themselves and require reno- 
vation. Such a work as the one just noticed can 
never be commanded, either “ready made” or at 
the “shortest” notice. 

Buffalo, Corning and New York City Rail- 
road. 

A meeting of the stockholders of buffalo, Cor- 
ning and New-York Railroad Company was held 
at Le Roy on the 16th icst., which was very large- 
ly attended. J%e Buffalo Courier gives the fol- 
lowing summary of the proceedings : 

“ The Secretary presented and read to the meet- 
ing a very full and detailed statement of the af- 


fairs of the road, from which we are enable to 
present the following brief summary ; 


CNOONE NOC 500.0 60c ccce tuedses $1,400,000 
TR Fehid,. > Haein bNelvene chee omar 1,100,000 
First Mortgage Bonds........... 1,000,000 
Second Mortage Bonds.......... 600,000 


Of which the Company have on hand about $200,- 
000 unsold. $400,000 of these have all been sold 
to stockholders on tine line of the road at not less 
than 80c. 

“The floating debt of the Company is about 
$200,000. There are sufficient unsold bonds and 
other available assets of the Company to pay off 
the entire floating debt and leave a small surplus 
remaing, leaving some’ $300,000 of unpaid stock 
yet in the hands of the Company. 

“The whole distances from Batavia to Corning, 
100 miles, is finished and running; of the remain- 
ing 85 miles from Batavia to Buffalo, the right of 
way is all obtained, the bridging, masonry and 
grading completed, and the ties and fencing stuff 
are on the ground. 

“The first 45 miles of the road complete and 
ready for running cost less than $18,000 per mile. 
The entire portion from Batavia to Corning cost a 
fraction less than $19,000 per mile all complete. 

“It was resolved with great unmaimity by the 
stockholders ‘to petition the Legislature to pass 
the bill now before it authorizing the Directors to 
Issue preferred stock to the amount of one-third 
the original capital at not less than its par value, 
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for the purpose of completing the road at the eari- 
iest possible moment. And from the spirit mani- 
fested by the stockholders present, there can hard- 
ly be a doubt but that the stock will be immedia- 
tely taken up, thereby enabling the company to 
finish the road to Buffalo with the neccessary e- 
quipage early the coming season. 

“We learn that notwitstanding the delays and 
detentions that the management have had to en- 
counter, the road has cost less per mile than any 
other road in the State of New-York, and we are 
assured that when completed, it will be one of the 
most substantial, well built, and best paying roads 
upon its cost in the State.” 





New Orleans and Mobile Railroad. 

The New Orleans Commercial Bulletin, furnish- 
es the following synopsis of an Act which has re- 
cently passed the Legislature of Louisiana, author- 
izing the city of New Orleans to subscribe to the 
stock of the Pontchartrain Railroad Company, to 
enable said company to construct a railroad from 
New Orleans to Mobile :— 


The first section authorizes a subscription on 
the part of the Common Council of $1,500,000, 
and provides that the depot shall not be located 
above Canal street. Section 2d enacts that the 
subscription of the city is to be made by the 
Mayor, payable in bonds of $1000 each, having 
30 years to run, bearing 6 per cent. interest, trans- 
ferable by endorsement of the President and Sec- 
retary. Said bonds may be converted into stock 
of said company at any time not exceeding five 
years from date, under such regulations as the 
parties in interest may agree to; that a tax on 
every species of property, etc., now taxable, shall 
be levied in January of each year, to pay the an- 
nual interest on said bonds; that the bonds of the 
city issued for the stock of said company shall be 
received at par value, and the stock thus issued 
shall be forever pledged for redemption of the 
bonds. 

Section 3d prescribes that no act of the Com- 
mon Council shall be legal, after the Ist of Janua- 
ry in each year, until the railroad tax is levied, 
provided that no levy for interest shall be made 
after the payment of 6 per cent. by the company 
on the stock held by the city, which dividends 
shall be applied by the city to the payment of the 
interest; and when the dividends on said stock 
owned by the city shall amount to more than 6 
per cent., the excess shall be applied by the said 
Railroad Company to the purchase of city bonds 
thus issued; when dividends of less than 6 per 
cent. are received it is understood that a tax for 
interest shall be levied for difference only. The 
net earnings of the existing Pontchartrain Railroad 
are to be divided, as heretofore, among the stock- 
holders, until the extension of the road to Mo- 
bile. 

Section 4th provides that immediately after the 
passage of an ordinance authorizing the subscrip- 
tion aforesaid, and its approval by the voters, the 
Mayor shall cause bonds to be issued to the com- 
pany for the amount of said subscription, on re- 
ceiving from the company certificates for 15,000 
shares of the stock thereof, of $100 each, full 
paid; thereupon the Mayor is required to execute 
before the Secretary of said company, who is au- 
thorized to receive and execute the same, a pledge 
of said stock in the amount of 10 shares for each 
$1000. The bonds issued under this act are never 
to be made a basis for free banking. 

Section 5th provides that no ordinance passed 
by the Common Council shall be valid until it is 
ratified by a majority of the legal voters of the 
city. Said election to take place within fifteen 
days after the passage of ordinance, to be conduc- 
ted in the manner prescribed for city elections. 
Ordinance not to be submitted to the people on 
the same day that ordinances for similar purposes 
shall be submitted. 

Section 6th declares that no ordinance of the 
Council, in conformity with this act, shall be sub- 
mitted for the approval of the voters until the 
Directors of said company, duly autharized by 





the stockholders, shall notify the Mayor of their 
acceptance of said or pen , 
Section 7th refers to the election of. 
the representation of the city in the directory, 
and the conversion of the bonds into stock, the 
details being to give the reader a 
general idea of the charter. 
Section 8th provides that the company may, at 
any time, on handing over te the Treasurer, any 
bond or bonds issued under this act, receive from 
the city an equal amount of the capital stock of 
said company, the same to be transferred by the 
Mayor, subject to their disposition, the bonds thus 
returned to be immediately cancelled— 
the city shall have the option to pay the bonds 
and retain the stock. According to the 9th and 
last section, the act takes effect from and after its 
passage. 





Railroads of Maine. 

We give below the cost of the several railroads 
in Maine, carefully compiled from the returns 
made to the office of Secretary of State, for ‘the 
year ending December 31, 1853. 
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In addition to the above the Boston and Maine 
railroad owns some three miles in this State, but 
they keep only one account showing the cost and 
operations of the entire line from Boston to the 
South Berwick Junction.—State of Maine. 


Hannibal and St. Joseph Railroad. 

We have the satisfaction of being able to state, 
that the meeting of the Directors and Contractors 
connected with this Company, in this city, has-re- 
sulted in placing it upon a substantial basis, and 
the work will now be prosecuted with all possible 
energy. The whole of the stock which remained 
unsubscribed has been taken by Eeastern capital 
ists, and the fands advanced for the purpose of 
prosecuting the work, according to the terms of 
subscription. It is confidently expected that forty 
miles of the road, from St. Hannibal west, will bein 
operation in September next, and the whole road 
is to be completed and in running order to St. Jo- 
seph, in thirty month. This will give a new im. 















@ to property, business and popluation all a- 
the route, and add to the wealth of 
the State.—Missouri 


Jackson, Tenn., March 18th, 1854. 
Editor of Railroad Journal. 
Sir, I notice in the money article of a New York 
daily paper, of recent date, the following remarks 
touching the Mobile and Ohio Railroad,—'‘T+- js 


one of the great truis-lines of the Southwest, 
-~ -which the recent change in the Railway bond mar- 
ket has left in an unfinished condition ; with a very 
short section, only completed next to Mobile, and 
with little done beyond the preliminary surveys, 
out of Alabama.”—In this the writer has made 
three mistakes,—First, the “little” done out of 
Alabama is as follows; a careful location of the 
whole 494 miles of the main road and 104 mileg 
of important branches—The “very short section 
completed” is 43 miles long. The successive divi- 
sions of the road, counting from the part finished, 
are now in the following stage of advancement, 
as I know, from my own personal inspection, and 
from the returns of the Division Engineers.—The 
first division of 8314 miles, is nearly graded, and 
is ready for the iron, as fast as it can be laid. The 
second division of 59 miles, embracing the heaviest 
work upon the whole road, is nearly half graded. 
—The third division of 8234 miles, is two-fifths 
graded.—The fourth division of 6644 miles, is two- 
fifths graded.—The fifth division of 11814 miles, 
is one-third graded, and the Paducah brauch of 
59 miles, the sixth division, is one-fourth graded. 
In addition, the Columbus, Miss., branch 14 miles 
long, is two-thirds graded, and considerable work 
done upon the Columbus Ky. branch, and the con- 
tiguous part of the main line, which together are 
1844 miles long; making an aggregate of 540 
miles under contract, and in rapid progress, with 
all necessary means subscribed to prepare them 
for the rails in the following order, to wit: from 
Mobile to Pontotoc County, Miss., 282 miles, in- 
cluding the Columbus Miss. branch ; and from Pa- 
ducah, Ky, to Jackson, Tenn., 110 miles; in all of 
this year; leaving 134 miles between Jackson, 
Tenn., and Pontotoc County, Miss., including the 
latter, of which 9-10th will be completely graded, 
within the next 12 months, and the remaining 1- 
10th in all of 1855. 

The Company now have 15,000 tons of rails on 
hand, and arriving, and which will be laid during 
the ensuing spring and summer, the work of track- 
laying having begun some weeks since, not again 
to be suspended until the line is completed.—If 
all this is but “little,” how much may be con- 
sidered @ large amount, in the estimation of a pro- 
gressive editor ? 

‘Again the Paragraph reads: “the recent change 
in‘the Railway bond market” has left “the Mobile 
and Ohio Railroad in an unfinished condition.” — 
This is wrong, because the local work of the road 
never was and never will be dependent upon the 
bond market. Its advancement has been, and is 
as rapid from payment.of instalments, as it would 
have been, were Railway bonds selling as freely 
as in 1852.—Instead of being ‘‘/e/t,” it should in 
justice be said, that the Company, for all but rails 
and machinery, amply provided with means, has 
gone ahead, and “left” the bond market dekznd. 

_ », The third mistake is, that the Mobile and Ohio 

Railroad, as a borrower for rails and equipment 








erly, is confounded by hasty writers, with specula- 
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tive and trashy enterprizes of local character, 
commenced without means or system, and desti- 
tute of commercial or public guaranties of profit 
or success. Such schemes must borrow from first 
to last, or stop and die. The latter alternative, in 
many cases, is a blessing to all parties concerned. 
You knew, Mr. Editor, the financial~ principles, 


‘iipon which the Mobile Road has been projected, 


also its national, local and commercial, character- 
istics; that it needs no exaggerated statements, 
nor inflated essays, from any quarter; nor needs 
the errors and envious antagonism of opposing in- 
terests. It has pursued, and will pursue, the even 
tenor of its way to completion, by applying wise- 
ly, and with reasonable dispatch, the means pro- 
vided for its construction, which are as follows: 

For local work expended $1,456,000 
» to be ,, 3,645,576 


$5,101,576 
Total subscriptions for do............. $5,107,576 
For Rails and Equipment. 
Loan of the six per cent. 
bonds of the State of 
Tennessee, $10,000 per 
mile for 5th divlsion, 
11844 miles .... .... .. .$1,185,000 
Cash loan of the State of 
Alabama for immediate 
payment of rails....... 
Stock subscription of the 
State of Missjssippifrom 
the internal improve- 
ment fund of that State 
Leaving to be raised by 
sale of Company’s 
bonds, now partly in 
the hands of George 
Peabody & Co., of Lon- 
OR cis Snover antencs 


” ” 


eee ee ee ee wees 





Total cost of local work.............. 


400,000 


100,000 


. 5,215,000 





Total required for rails and equip- 
SS Re er 6,900,000 


Total for the road and branches.. .... $12,007,576 
Please give this letter a place in your Journal, 
and rest rssured, that the Mobile and Ohio Rail- 
road Company is a long and strong working team, 
all pulling together upon the right track; and 
their road cannot be “‘/eft” unfinished, so long as 
the people do all their own grading, and good se- 
curities for rails are preferred by capitalists to 
poor ones ; nor retarded by accidental or designed 
misrepresentations. 
Very respectfully I am yours 
JOHN CHILDE, 
Eng’r and Gen’l Ag’t, M. & O. R. R. 


Warsaw and Port Byron Railroad all Under 
Contract. 

We have gratification of annonucing, sayes the 
Oquawka Spectator, to our readers that this road is 
now all under contract—from Warsaw to Port By- 
ron—and that the high character of the contract- 
tors, Messrs. Colver, Kent & Co., is a sure guaran- 
tee that the work will be done within the time 
limited by the contract. 

We understand the terms to be, on the part of 
the contractors, to build from Warsaw to Nauvoo, 
and from Rock Island to Port Byron by the 15th 
of September next, and complete the balance of 
the road between Nauvoo and Rock Island 
within thirty-three months from the date of the 
contract, build depots, and furnish all necessary 
rolling stock for freight and passengers, for $25,000 
per mile. The contractors to become stockholders 
for one-fourth of all the stock. 

The Company agree to pay one-fourth ‘in cash 
as the work progress, and the balance in bonds of 
the Company at par, 





Pacific Railroad--Contract for the South- 
west Branch, 

Mr. Allen, President of the Pacific Railroad, re- 
turned from the East night before last, bringing 
with him the contract for the Southwestern Branch 
Railroad, and the land office certificate, and list 
of lands selected on the route of the road under 
the grant of Congress. The amount of land ob- 
tained by the company is nearly 1,200,000 acres, 
and is deemed very valuable. The principal part 
of the selections outside of the six mile limit, are 
located among the public lands of the Southwest. 
The date of the approval of the lists by the Sec- 
retary of the Interior is March 14, 1854. 

The contractors for the Southwestern Branch 
are Messrs, A. 8. Devin & Co., of New York, who 
are spoken of as an able and reliable, and well 
known firm of successful contractors. 

With the exception of the State Stock appropri- 
ated to that Branch ($1,000,000,) and the $500,- 
000 of private subscription necessary to secure it, 
the Contractrrs take their pay in the construction 
bonds of the company. The first division, 77 
miles and over, to be built in two years; the sec- 
ond division, about 100 miles, in three years; and 
the whole line in four years, being a little over 
271 miles in all. In the raising of the $500,000 
private subscription, as a condition precedent to 
obtaining the Stock, the contractors will assist. 

The President of the company will immediately 
order books to be opened for this subscription on 
the Southwestern Branch, in this city, and supply 
suitable agencies to canvass for the purpose. It is 
quite possible, if it should be necessary to secure 
it, that the company will agree to make this 
$500,000 a guarantied stock.—St. Louis Republi- 
can. 

Indjana and Fremont Railroad Company. 

Sometime last season, a company was organized 
with the above title, to build a railroad fram Fre- 
mont, Ohio, to Union, Indiana. That organization 
was_conmsumated by the election of the following 
officers: Lee Q. Rawson, Esq., President; Wilson 
Vance, Esq., Treasurer; and J. A. Ward, Esq., 
Secretary. Directors: L. Q. Rawson and James 
Moore, Fremont; C. W. Foster, Rome; D. A. 
Cory, 8. Carlin, J. M. Coffinbury and George W. 
Gallaway, Findlay. The capital stock authorized 
is $1,200,000, with power to increase. 

The road commences at Fremont, Ohio, at the 
head of navigation for steamboats and sail vessels 
on the Sandusky River, and passes through the 
flourishing towns of Rome, Findlay, Lima, and 
St. Mary’s, in Ohio, and terminates at Union, on 
the State Line of Indiana, where it connects with 
the Bellefontaine and Indianapolis Road. A road 
is also about being constructed from Fremont to 
Sandusky City, making nearly an air line from 
Sandusky City to Indianapolis; and by the con- 
struction of about 40 miles of road in Indiana, 
from Union to the Jeffersonville Road, will give a 
very direct line to Louisville. At Fremont, it 
connects with the Cleveland and Toledo Road, 
and at Lina, with the Dayton and Michigan, hav- 
ing a contract with the latter for running trains 
from Sandusky City to Dayton and Cincinnati, and 
making the shortest line between these points. 
The work from Fremont to Lima, 64 miles, is un- 
der contract to Messrs. Shoemaker, Doolittle & 
Co., who are prosecuting this work with their ac- 
customed energy. From Fremont to Findlay, 34 
miles, the line is nearly prepared for the iron, and 
the whole will be completed to Lima by the first 
of September next. The balance cf the line, 
from Lima to Union, is to be put under contract 
immediately. The company have reliable stock 
subscriptions sufficient for the whole work, includ- 





ing the laying down of the iron, The public, 



















generally, have heard b 
The people along the line have taken hold of it 


with a determination to build the road, relying 
mostly on theirown means, having the utmost 
confidence in its success and utility; and the fact 
that the shrewd and enterprising contractors, 
Messrs. Shoemaker, Doolittle & Co., have taken 
hold of the work, is a guaranty, not only that it 
will be prosecuted to a speedy completion, but 
that it will also prove to be a profitable invest- 
ment for the stockholders. 








The Crystal Palace. 

The extent of the losses suffered by this “‘cala- 
mity” have been fully shown by the labors of the 
investigating committee : 

It appears in substance, that the indebtedness 
of the Association is about $170,000. The loss 
on the Exhibition is estimated from the 1st Jan’y 
last to the 9th March inst. at a little over. $19,000, 
or about $134 perday. It appears, therefore 
that the Company has sunk 


Its whole capital. . .. $489,000 
All its receipts, about 380,000 


And is in debt...... 170,000 
po eer $1,089,000 


Against which it has the Crystal Palace build- 
ing, insured for $91,000, Kiss’s Amazon, &c. 

The result shows how New Yorkers do some 
things. While they manage as well as any other 
body of men, matters that come within the sphere 
of their own duties, or employments, there are 
none that make a worse figure in the superinten- 
dence of such as do not. Private enterprize might 
have made a good thing out of the Crystal Palace, 
which has proved such a disastrous speculation 
in the hands of a most highly respectable body of 
men, who acted under no other responsibilities or 
motives, than those usually felt by directors of a 
company, in the result of whose success they had 
not a large pecuniary interest. 





Chicago and Mississippi Railroad. 

The Alton Telegraph furnishes the following 
statement in reference to the progress of this 
work, 

We are informed that the work upon the Alton 
and Chicago Railroad, beyond Bloomington, has 
been resumed, The road is in charge of Mr. Gar- 
diner, the Chief Engineer of the Company, and 
will be pushed to completion with all dispatch to 
Joliet, whence it will be extended by the cut off to 
Laporte in Indiana. The line is in an advanced 
state of forwardness, the greater portion of it 
being graded and ready for the superstructure. 
The rails are already laid several miles north of 
Bloomington, and several miles south of Joliet. 
Large quantities of iron are now going up from 
this point, intended for the Chicago road. There 
appears to bea reasonable certainty that the road 
will be finished through to Joliet during the com- 
ing season, thus shortening the time to Chicago 
several hours. 

In regard to the “Laporte Cut-off,” over which 
Chicago has made so much ado, we have been 
told that the contractors are pushing it through to 
Joliet as rapidly as money and men can accom- 
plish it. A large force has been upon it during 
the greater portion of the winter, preparing it for 
the rails. The Southern Michigan Company, who 
are building it, have likewise the control of the 
Alton and Chicago road. The two lines together 
will form a road, leaving Chicago nearly fifty 
miles to the North, and intersecting the Southern 
Michigan road at Laporte, a point near the south- 
ern shore of Lake Michigan. When these con- 
nections are completed, the running time to New 
York city will be less than 70 hours, ; 
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The following abstract of the annual report of 
the Atlantic and St. Lawrance Railroad Co., 
shows the condition of that road, December 31 
18538. 


Length of Line—149 miles. 
Weight of Rail—63 Ibs per yard. 


Capital paid in,............ «+... - $1,692,200 00 
Amount of indebtedness,.......... 3,614,520 01 
Amount due Corporation,......... 58,648 85 
Number of passengers in 1853,..... 161,354 
“ through “ “ 64,047 
“ way “ ‘ 97,808 
Received from passengers,........ $130,435 26 
« as ~ Wee 167,733 40 


= me other sources,.... 17,869 34 
Total receipts in 1853,.......... $316,038 00 
Number of Depots,..... PETE Pree 28 
= Engine-houses,........ 6 

“ COCO CECE PETE 1 

3 BRGUGS, 0.000 cans veces: 23 

° COEB, cc ce cece voce seve 453 
Miles run by Passengers trains,.... 173,874 
” Freight = 155,341 

= other " 29,187 


1,885 


Whole number of Stockholders,.... 
‘ 1,836 


‘ residing in Maine,.. 
Dividends in 1853, 6 per cent. 
The line to Montreal was not opened in season 

to materily affect the earnings off the past year 
Emigration from Great Britain. 

The following table, copied from authentic re- 
turns shows the extent of the emigration from 
Great Britain at the present time, and its annual 
increase for the past ten years, ending in 1852. 





To North To Australia 

Br. Am. U. St. Fc. Total. 
1848.... 23,518 28,335 5,359 57,212 
1844.... 22,924 43,660 4,102 70,686 
1845.... 31,803 58,538 3,160 93,501 
1846.... 43,489 82,239 4173 129,851 
1847.... 109,680 142,154 6,486 258,270 
1848.... 31,065 188,233 28,791 248,089 
1849.... 41,367 219,450 38,681 299,498 
1850.... 32,961 223,078 24,810 280,819 
1851.... 42,605 267 357 26,004 335,966 
1852.... 32,876 244,261 91,630 368,764 


The present rate of emigration is over 1,000 per 
day, and is rapidly increasing. The effect of this 
rapid efflux of popalation must be to raise the 
rate of wages in England to very nearly the 
standard paid in this country, and will be very 
likely to destroy the advantage which cheap labor 
has given to the manufacturing establishments of 
that country over those of the United States. 





Ciacinnati, Union and Fort Wayne Rail- 
road. 


This road is an extension, virtually, of roads 
now in operation from Cincinnati and Dayton to 
Union, Indiana; to Fort Wayne, on the Wabash 
and Erie Canal. Being the commercial center of 
one of the best portions of the Wabash Valley. 
Fort Wayne is an important point, and one from 
which a railway connection with Cincinnati is 
very desirable. 

The route, in passing nearly due South, to Un- 
ion, will accommodate a section of the State which 
is now nearly deprived of railway facilities; but 
which, on account of its exceeding productiveness 
in grain and live stock, is adequate to the most 
ample support of the road proposed. 

We are happy to be able to announce the pros- 
pect of a vigorous prosecution of the work on this 
line, from Union to Fort Wayne. The President 
of the company, Jeremiah Smith, Esq., has recent- 





ments for the iron necessary to complete the road, 
and there is now every prospect, we are assured, 
that it will be opened for business as soon as the 
track ean be laid. As the management of this 
enterprize is entrusted to men of large experience, 
great prudence, and unfaltering energy, we antiai- 
pate for it a speedy completion and highly remt- 
nerating business. 





Growth of Detroit. 

We clip from the Detroit Tribune the annexed 
figures exhibiting the growth of Detroit in popu- 
lation since 1810. It will be seen that her pro- 
gress in this respet is very rapid and excelled 
by few of her compeers. The amount of taxable 
property returned for the year 1853 was, $10,- 
741,115. The Tribune also furnishes a long and 
interesting review of the business of the city in its 
various branches denoting a progress in industrial 
affairs and commercial operations quite as grati- 
fying as that of her population. The Tribwne says : 

A few figures will show the rate of increase 
in population to the present time. 


The popebetinn Sey Seer ees + 7a 22-4 Sa 770 

0. MR asidec ad't4 ce cacao 

do. See Leer a reo 
do. Pepe epee 9,193 
do. 1844 eeee ceee eee seees 10,989 
do. 1845.. es eeee #8808 ++ 0+ 18,065 
do 1850... ee eter coos oe 21,067 


do. Wis <6 wins deca beamed 

As taken in the summer of 1853..... .... 84,489 

This, kowever, includes only those strictly with- 
in the corporate limits, while there is both above 
and below the present boundaries a space quite 
equal to either of the city wards built up, and 
inhabited by people whose entire occupation and 
interests are in the city, and who should therefore 
properly be enumerated with it. Adding these to 
the number stated above, and we have a popula- 
tion of nearly or quite 40,000. The increase for 
the year 1853 was about 35 per cent., and from 
the many large enterprizes now setting forward, 
and the extensive preparations for building, we 
cannot anticipate at the close of the current year 
a population of less than 50,000 or 55,000. In 
every direction the city is extending itself beyond 
its present limits, new streets are being opened 
shops, dwellings and stores being erected in dis- 
tricts where both convenience, health and security 
require the extension of the city laws and police, 
as well as improvements for drainage, water, pav- 
ing, &c. It is hoped that the charter may be 
amended at the earliest possible date, to embrace 
such sections as are thus situated. The value of 
property there will be greatly enhanced, and the 
interests of the city promoted. 





Norwich and Worcester Railroad, 
The Legislature of Massachusetts has passed a 
bill extending the loan for $400,000 made to the 
Norwich and Worcester Railroad Company in 1836 
and which comes due in 1856, twenty years be- 
yond its maturity, at 5 per cent. per annum. The 
act provides that the State Treasurer shall sell 
$400,000 State Five per Cents, and place the pre- 
mium obtained for the same to the credit of the 
Railroad Company, as the nucleus of a sinking 
fund, to be increased by the payment by the 
company of $10,000 per annum, which the Treasu- 
rer is to have placed on interest, and —— 
until the whole debt is liquieated. places 
the funded debt of that meses ors in a most desi- 
rable position. Of floating debt it has none; and 
what is very remarkable in the history of railroads, 
the construction account has been reduced with- 

in the past three years instead of increased, 





a 


‘ Delaware Railroad. 
The Directors of the Delawafe Railroad bate 
contracted to build the whole line from the New- 





ly visited this city, and Boston, to perfect arrange- 


castle and Frenchtown road to Seaford. 










206 


New Jersey. . 
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Surveying and Engi- 


saereeun een. re neering; ....4.4.5.. $ 66,881 34 
The New Jersey. Legislature has passed a law) Right of way........ 10,441 89 
¢hartering a company to construct a railroad from) Graduation,........ - 474,787 69 
‘Gamden to Keyport, ‘which will bein a straight} Masonry,........... 828,50 00 
line from “Phildelphia and New-York. The road) Trestle Bridging,..... 88,351 69 
will.pewe through Mount Holly, New-Egypt and| Broad River Bridge,.. 87,571 33 
Freehold to Keyport. Another road is also chat-| Saluda Lower Bridge, 6,630 78 
terad to run from Keyport to Tom’s River, and/ Saluda Upper Bridge, 8,416 48 


thence to Delaware Bay and Cape May. 
——k;;_ —_—_;_——————_—_—————_EE 
Howland, Burgess & Smitth, 





MANUFACTURERS of PURE SPERM OIL tor Railroad 
Bogines and Lamps, of Refined Whale Oil now so generally 
used WX car whela —Works, New Bedford Mass—Store, Al- 
Orders (directed to either place) respectfully solicited from 
“~All Oil warranted pure und perfectly satisfac- 


| 





Pneumatic Pile Driving. 


FOUNDATIONS FOR BRIDGES, PIERS &C. 
Y THE PNEUMATIC process hollow cylindrical piles or 
tubes from t inches to ten feet diameter can be driven 
through sand, mud, clay or other material to any required depth. 
complete success which has attended the operations of this 
ahows it to be eminently practicable in, and much the 
method known for, the construction of railroad bridges 
‘ deep and rapid rivers where permanent foundations of 
atrength are necessary, and have to be secured at great 


a tions for.license for the use of the invention in any 
of the United States may be made to H. V. POOR, Esq, 

itor of the Americon Railroad Journal, 9 Spruce street ; or 

for contracts for pile driving, or licenses as abo 


ve to 
March 25th, 1864. 
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OHARLES PONTEZ, 
New York. 


Notice to Contractors. 








PACIFIC RAILROAD OF MISSOURI. 

gars proposals will be received by the un- 

/ dersigned, at their office in the city of St. 
Louis, until six o’clock, p. m., of the 15th day of 
May next, for the Grading, Masonry, etc., of the 
first division of the South-west Branch of the Pa- 
eifie Railroad, extending from Franklin Depot, the 
present terminus of the road, some 40 miles West 
of St. Louis, to the crossing of the Gascenade 
River. a distance of about 78 miles. The line 
will be divided into sections of about one mile 
each, and proposals may be made for one or more 
sections. The line, plans, profiles, specifications, 
form of contract, etc., will be ready for inspection 
on and after the first day of May next. The 
work to be let is quite heavy, situated ina héalthy 
country, and is easy of access. 

The undersigned reserve to themselves to reject 
all proposals that are not satisfactory. 

A. 8. DIVEN & CO. 
March 24th, 1854. 


Notice to Capitalists. 


THE GREENVILLE AND COLUMBIA RAIL- 
ROAD COMPANY 


Now. offers for sale their Coupon Bonds, re- 
deemable in ten years, bearing interest at seven 
per cent, per annum, payable semi-annually, se- 
cured by mortgage of the entire Road, being the 
first lien upon it. 

For a full understanding of the purposes, value 
of the property, and prospects of the Company, 
the following statement is made. It is proposed 
to issue Coupon Bonds, to the amount of three 
hundred thousand dollars which with those already 
_ igsued will make the Bound debt $800,000. The 
mortgage of the Road bearing date the eighteenth 
' Instant, is to cover these Bonds, as well those is- 
sued, as those to be issued, to the amount of $800,- 





900, and no more. 

was Saphed, - ne ss 

- BS, equipped and succesfu 
operation. ‘The entire length of the Road, includ- 

ing its Branches, is 164 miles, and cost as fol- 

{Owa: 


e 





Timber for Tracks,... 158,181 22 





Trot Bails,.. .... 2... 575,236 69 
Spikes and Chairs,... 50,891 30 
Superstructure and 
Track Laying,..... 94,921. 42 
———— $1,604,560 74 
Real Estate,......... $ 22,764 90 
Depots and Water Sta- 
eo ee 44,745 52 
Workshop Building,.. 17,125 54 
Machinery for Work- 
Pe ee 16,702 19 
—— 101,328 16 
Locomotive Engines,.$119,176 48 
Passenger and Freight 
SR ve00.v0%0 d066 + 130,000 00 249,176 48 





$1,955,065 37 

Accounts for Materi- 
als, Work, &c., en- 
tering into construc- 
tion, not yet fully 
ascertained, but 
supposed to be 
WUD hss eens aase 


100,000 00 


oe 


2,055,065 37 
Capital Stock paid in,#1,100,029 49 
Assessment on Stock 
131,987 


paid in, 
$1,231,966 75 
The Earnings of theRoad for the last three months 
in an unfinished condition were as follows : 
October—From Freight. ..$12,761 15 
From Passsengers 8,321 17 
From Mail, 700 00 
——_——-— $21,782 30 
November—From Freight. 9,764 41 
From Passeng’s 8,403 36 
From Mail,... 800 00 
————— $18,967 76 





26 





December—From Freight, . $12,205 26 
From Passeng’s 9,034 00 
From Mail,.... 900 00 

—-———— $22,139 26 

For three Months,....... $62,889 32 


The whole expenses of the Road, it is believed, 
will not exceed $11,000 per month, or 50 per cent, 
on the earnings. the Road, for the greater part, 
is well constructed—of good materiel and heavy 
iron, and could not now be made and furnished as 
it is for less than $3,000,000. 

By order of the Directors, 

THOMAS C. PERRIN, President. 

January 18th, 1854. 

N. B. The Bonds can be had by applying to 
Mr. Jacob Cohen, of Charleston ; Mr. J, P. South- 
ern, of Columbia, or te me at Abbeville Court 
House. Bids for these Bonds are réquested. 





Railroad Iron. 


* TONS superior quality Yorkshire rails 56 pounds 
1.3 1) T pattern can be immediately delivered at 
New York, Savannah, or New Orleans, 

For sale by 


New York, April 1st, 1864. 


NAYLOR & CO. 





Brass Tubes for Locomotive 
and Marine Boilers. 
i for the 
Ti ere erin te arent Aa A ee 


Loy army is prepared to take orders, at fixed prices, for 
Brass Tubes of all diameters, for Engines..—For further particu- 


and inspection of patterns, please. to 
- Pe a P sR H. HICKS, 
March 1864. 90 Beaver str, 





roposals will be received for all the heavy work 

on the Blue Ridge Rail Road, South Carolina; 
Blue Ridge Rail Road, Georgia : Tennessee River 
Rail , North Carolina; Knoxville and Char- 
leston Rail Road Tennessee. The above lines of 
rail-way are consolidated and under the manage- 
ment of one Company, Extending from Anderson 
South Carolina, via Clayton, Georgia, Franklin North 
Carolina, to Knoxville Tennessee, a distance of 194 
miles. That part of the road from Anderson South 
Carolina, to the Turniptop Mountain, a distance of 
40 miles is principally earth excavation, of about 
equal quantities of cut and fill, with several bridg- 
es. From the Turniptop Mountain to the Rabun 
Gap, a distance of 24 miles, the work is very 
heavy, there being on the line one tunnel of 5800 
feet, one of 1400 feet, and one of 400 feet in length ; 
a suspension bridge across the Chatnga River 500 
feet long, with some very heavy earth and rock 
cuts. The rock in the Tunnels is gneiss stratified. 
From the Rabun Gap to twenty miles below Frank- 
lin, a distance of 60 miles, the line follows down 
the Tennessee River; the class of work is princi- 
pally side hill evcavation, some of which is rock ; 
their will also be several bridges. From the 
point 20 miles below Franklin to Hardens, a 
distance of 35 miles, the line follows the Tennessee 
River the entire distance, causing heavy side rock 
excavations. On this portion of the line will be 
several expensive bridges, and a tunnel of about 
1000 feet. From Hardens to Knoxville, a distance 
of 45 miles, the line follows the river about eight 
miles, then leaves it, running across the Chilhona 
mountains almost a north line to Knoxville; this 
portion of the road is heavy work, with about 
equal quantities of cut and fill, an expensive bridge 
1000 feet long and 465 feet high, crossing the Hols- 
ton River at Knoxville. The character of the 
rock from Knoxville to Hardens is limestone, and 
from Hardens to Franklin gneiss rock stratified, 
and from Franklin to Anderson, stratified sand stone 
and gneiss rock. The character of the earth is 
sandy and clay loam. The line for the whole dis- 
tance runs through high table lands, well settled, 
remarkable for its health, good water and ample 
resources for subsistence. The above line of rail- 
way offers great inducements to experienced con- 
tractors. ‘I'he undersigned will be prepared to re- 
ceive proposals and enter into contracts for the 
graduation, bridging, tunneling and masonry for 
the heavy portion of the line, from and after the 
Ist day of May next, at Knoxville Tennessee, 
Franklin North Carolina, and Pendleton South 
Carolina, and will continue at such places, until the 
same is under contract. Profiles and maps of ap- 
proximate location can beseen ateach of the above 
places after the Ist day of May. Proposals are 
asked with'cash payments, alsocighty per cent cash 
and twenty per cent in the Capital Stocks or 
Bonds of the Company. All communications prior 
to may 1st must be addressed at Pendleton South 
Carolina. 
4,13 





ANSON BANGS & Co. 








ZER 


H COLBURN, 


CIVIL AND MECHANICAL ENGINEER. 
ERS his services to Railroad Companies and others, in de- 
and constructing Locomotive Engines of superior ade 


a es efficiency. 

Refers to Cuas, Mrxor, Supt. N. Y, and Erie Railroad ; Wa. 
Raymorp Lex, Pres’t, Ogdensburg — W. WHISTLER, 
re Vice Pres’t. New Haven railroad; Rogers, Ketoxum 
& GRosyENOR, Paterson, N, J., 0. M. Hypx, Eaq., Detroit. 
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Particular attention 


to the strength 
plan and sorkmanchip of all the details. y Ane long 
and 


ities of obtaining information, 


these engines with the assurance that in iency, 


or 


use. 

We also furnish to order, Wheels, Axles, Bowling Tire (to fit 
centres without boring), Composition Castings for Bearings ; 
every description of Copper Sheet Iron and Boiler work ; and 
every article appertaining to the repair or renewal of Loco- 
motive Engines. 

M. W. BALDWIN. MATTHEW BAIRD. 


Cc. Floyd-Jones., 
Division Engineer 3d and 12th Divisions. 
ILurinois CENTRAL RAILROAD, 
Vandalia, Ml. 


Boiler and Tank Rivets, 
Nuts and Washers; 


All Sizes of 
Bolts and Bolt Ends 
for Sale by 
BRIDGES & BROTHER, 
64 Courtland st., N. Y. 


To Railroad and Canal Co.’s, 


Contractors, Xc. 

HE undersi; would direct the attention of Chief En- 
ineers and Contractors to the facilities they possess for 
anaes them with laborers, mechanics, &c. of any descrip- 
tion, and also to inform them that they forward such men to 

whatever destination they may be required. 
Companies or Contractors desirous o frecciving steady and 
industrious men, will be promptly supplied at the shortest pos- 


sible notice. 
JOHN J. HELLING & CO. 
No. 85 Greenwich street, New York. a‘ 


New York and Erie R. R. 


PASSENGER TRAINS 
leave Pier foot of Duane street, Leas 
as follows, viz :— 


BurFraLo Express, at 7 a. m, for Buffalo direct, over the N. 
Y. & E. R. R., and the B, & N. Y. City R. R., without change 
of baggage or cars. 

Matt, at 8% a. m. for Dunkirk and Buffalo, and intermediate 
stations, This train remains over night at Elmira, and proceeds 
the next morning. 


Way Express, at 12% p. m. for Dunkirk, and intermediate 
stations. 


ACCOMMODATION, at 3 p. m, for Delaware and intermediate 
stations, 


Newsyre Express, at 4p. m., for Newburg. 


Way PAassEenGER, at 4p. m., for Piermont and intermediate 
stations. 

Nicut Express, at 5 p. m. for Dunkirk and Buffalo. 

On Sundays only one Express Train—at 5 p.m. 

These Express Trains connect at Dunkirk with the Lake Shore 
Railroad for Cleveland, Cincinnati, Toledo, Detroit, 0 ete. 


CHAS. MINOT, Sup’t. 
Railroad Iron. 


TONS Railroad fron, weighing about 59 
2000 lbs. per yard, “ Erie” wate of GL and 
“ Crawshay” manufacture, now on the way from the 


shippi rts in Great Britain to this port, for sale b 
PD CHOUTEAU, Jr, SANFORD & CO, 
December 4, 1852. No. 51 New street. 


Duggan’s ork on Bridges. 
c SPECIMENS OF THE 
STONE, IRON AND WOOD BRIDGES, 

IADUCTS, Tunnels, Culverts, etc., of the 
United States Railroads; illustrated by a se- 

ries of drawings, from actual measurement of the 

works; including plans, sections, elevations, and 

details of each structure, and an appendix, illus- 

trative of the art of bridge building, as at present 

practiced in Europe. 

Mlustrated With Numerous Accurately Engraved 

Drawings. 


15 Numbers, 75 Cents, each. 
*,*A few sets of the above work, may be had 
by applying to the subscriber. ¥ 
JOHN WILEY, 167 Broadway. 




















economy 
durability they will compare favorably with those of any other} 
in 
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Passenger Cars for Sale. 
WO first class Passenger Cars, built by one of 
the best car builders in the country, for the 
Baltimore and Ohio Railroad. 
The above presents a rare opportunity to any 
Railroad Company wishing first class cars for im- 


use. 

They will be sold at a bargain for cash or good 
paper. Enquire at the office of Bridges & Bro- 
thers, 64 Courtland Street. 

New York, Feb. 21st, 1854. 


‘Railroad Letting. 





ROPOSALS will be received by the under- 
signed at the Engineer’s Office, Dover, Dela- 
ware, until March 14th, inclusive, for the Gradua- 
tion, Masonry and Superstructure of the DELA- 
WARE RAILROAD, extending frym the New 
Castle and Frenchtown Railroad to Seaford, a 
distance of 70 miles, through a healthy region, 
and convenient to procure hands and supplies. 

The work will be divided into sections of about 
4 miles each. 

Maps, profiles, and specifications will be ready 
for the examination of contractors, after the 1st 
of March. 

Bidders personally unknown to the undersigned, 
will be expected to produce satisfactory evidence 
of their responsibility. 

D. H. KENNEDY, 


feb.18-tm14 Resident Engineer. 


Railroad Iron. 


HE Subscribers are at all times prepared to enter into con- 
tracts for Railroad Iron, of Messrs. Guest & Co., or other 
leading manufaeturers’ make, delivered free on board vessels in 
England er in this conntry. 
BOORMAN, JOHNSTON & CO., 
Sept. 7. 90 B 


roadway, New York. 
Notice to Contractors. 


Office of the Milwaukee and Horicon R. R. Co. ; 
Milwaukee, Wis., March 15th, 1854. 
ROPOSALS will be received at this office till 
the first day of May next for the construction 
of the second division of the Milwaukee and Ho- 
ricon Railroad, trom Horicon to Berlin a distance 
of forty-two miles or sections thereof. 

Maps, profiles and specifications will be ready 
for the examination of bidders on and after the 
tenth day of April next. 

JOHN B. SMITH, 
Pres’t M. & H.R.R. Co. 


To Civil Engineers and Sur. 


veyors. 
RANSITS, Level and Surveyors Compasses Manufactured on 
the most improved principle and of the Best Quality 
by THOMAS HUNT, 
No. 53 Fulton Street, 
‘ew York. 


FFICE OF THE -CLEVDLAND AND TOLE- 

DO RAILROAD CO.—No. 18 William Street 
—New York, 15th March, 1854.—DIVIDEND.— 
A semi-annual Dividend of 5 per cent. on the cap- 
ital stock of this company, has this day been de- 
clared, payable in cash, at the office of the com- 
pany, on and after the 5th April next. Certifi- 
cates of stock in either of the late companies, 
(Junction, or Toledo, Norwalk and Cleveland,) 
will be required to be exchanged for certificates 
of this company, before dividends are paid. The 
transfer books will be closed from the 25th inst., 
to the 5th April. 

By order of the Board of Directors, 
E. B. LITCHFIELD, 
mh.17 1m. Treasurer. 


Railroad tron Via. Quebec. 


JOHN ANDERSON & CO. 
COMMISSION MERCHANTS, 
SHIPPING AGENTS AND BROKERS, 

Quebec and Montreal. 


TICULAR attention given to the Transhipment of 
&c., in Transitu for the Western Lake Ports, and to the Ship- 
ment cone Si 











ly10* 






















N ' wy y » 72 ' t 
EUROPEAN & NORTH A 
New Brunswics. 
prorceer will be received by the under- 
signed at his office, Princess street, St, John, 
N. B., up to the 5th day of April 1854, for the en- 
tire construction of that portion of the Eastern 
Division of the above Railway euniegree te 
crossing of the Road from Schediac to r 
to the Bend of the Petitcodiac River being a dis- 
—, of _ twelve meson com: the 
rubbing, ing, Masonry, Bridging, and the 
Ballasting and Laying of the nt 


The work will be divi into two sections 


| which being adjacent to others to be proceeded 


with on their completion, is well worthy the atten- 
tion of Contractors. 

Proposals may be made for one or both sections 
and with or without the permanent Road and Bal- 
lasting. 

Plans and Specifications will be ready for the 
inspection of bidders on and after the 5th day of 
March at the above office where all other necessa- 





ry information may be obtained. 
W. E. ROSE. 
St. John, N. B., 27th Feb’y 1854. 
Railroad Companies and 
Contractors, 


ANTING first rate German or Irish laborers 
for railroads and canal work, or mechanics 
of any kind, will find the undersigned a first rate 
office to give their orders to, as thousands of-emi- 
grants apply to them every season for employment. 
Satisfactory reference will be given to well 
known companies and contractors, and men. are 
forwarded to any part of the Union. 
MORRIS & COHNERT, 

European, American Employment ce 

* 87 Broadway, corner Reston, ; 

3t Under the Irving House, New-York. 





THE 
New Yorker Handels-Zeitung 
GERMAN Commercial Paper, containing Prices a, 


fore the departure of each mail steamer for Europe, => 
The paper, per annum, at New York, $5, for » ful 
Postage included, $11, and for all oter parts of Europe, the U. 8. 
Postage inclus., $8. Advertisements taken at liberal 


To Contractors. 
PACIFIC RAILROAD OF MISSOURI, 


THIRD AND FOURTH DIVISIONS. 
T is intended to make contract for the third di- 
visions of this road, (extending from the Mis- 
souri river at Jefferson City, passing near George- 
town and Warrensburgh, to the Missouri river near 
Independence, about 160 miles,) so soon after the 
= of May next, as satisfactory proposals shall be 


made. 

Contract will be made for the whole now offer- 
ered, or such parts as particular contractors may. 
select in form and quantity to suit the interests of 
the company. Proposals are asked for by the cu- 
bic yard, with cash payments; but contractors 
may, if they desire, accompany their offer with 
proposals for two thirds cash and one third in 
county and railroad mortgage bonds or other se- 
curities. 

Profiles and maps of approximate location can 
be seen after first of April next at Pacific Railroad 
Office, in St. Louis, and any information will be 
given on application to the Engineer, - 

The first division of this road is now in opera- 
tion; the second division to Jefferson City under 
present course of construction. — — 

The third and fourth divisions now offered ‘pass 
over a high, rolling mixed prairie n 





country, sa for pare favorably Wi aay prt © 
visions compare favorably ° 
Tron, | the west. THOS. +4 


Tuos. 8. O’Sutzivan, Chief Eng. 
Pacific R.R. Office, St. Louis, Feb. 1854. 





ene 





= oer. 


| ns Erie Pattern Guest and Oo’ 
1250 ri tos. per yard, to ecipped rom Wales Se 
a ee JOHNSTON & 00., 
eee 99 Broadway, New York. 


Rasziroad Iron. 
6 Iron Com: is to ex- 
OE ee dare tor Wille of ee saat eens and 
ts, and of any — length not exceeding 30 
sen APG CHAMBERS, President, 
September, 1850. 


eg 
Rallrecd. _— a eae i ne | 


‘a pocremee ny contract to deliver free on 








rts in England, or at ports of discharge 
> the Unised | States, Rails of superior quality, and of 


such weight or pattern ag! be wean . 
E, PER 8 & CO. 
VOSE, Py South William St. 
New York, June 1, 1851. 


Railroad Car Works. 


Ui are prepared to manufacture for Railroad 
ij = 3 0 t, Graveland 
Companies Leeann arfowe and Freight = 





Haod Oars, aso RFORD & CO. 
Maysville, Ky., Sept. 29, 1853. ‘ as 
Stuart, Serrell & Co., 
CIVIL ENGINEERS, 
Rooms 22, 24, 26 & 27, 
157 way, New York. 


Epwarp W. SERRELL, 
Samust MoELRoy. 





CRARLES B, STUART, 
Davie. iH, 





Railroad Iron. 


3000 Tararvs ants Stee are, 
12f 


R & CO. 
09 & 101 John street. 
Railroad Iron. 
TONS T RAILS, about one-half weighing 59 Ibs. 
5,000 r yard and the remainder 56 lbs. per yard now in 


ee - JOHN H. HICKS, 
2d Feb’y. 90 Beaver street. 


South-Western Gar Shops, 
Madison, Indiana. 


HE subscriber is prepared to execute orders 

at short notice, for all kirds of Passenger, 
Freight and other descriptions of Railroad Cars. 

Work delivered at any point accessible by rail- 

road, or by the Ohio and Mississippi rivers. 

Facilities for transportation, enable the subscri- 

ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 














W. CLOUGH. 
Refer to 
Jno. Brovan, Esq. Winstow, Lanier & Co. 
feb.18. im. 
To Railroad Engineers and 


Contractors. 


ANTED, a corps of efficient Engineers and 
Contractors, for the construction of a Rail- 
road in one of the Southern States. Apply to 
DUFF GREEN. 
New York, Feb. 14th, 1854. 





* 
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To Locomotive Engine Buil- 
ders and Engineers. 
ipa Proprietors offer for rent. for a term of 

years, with immediate possession, the splendid 
property, known as the BELLEVILLE IRON 
WORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and land 

The buildings are of brick, with slated roofs, 
and were erected in 1848 at a very heavy expense; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 
chines—lathes—boring machines, blacksmith’s 
tools, &c., &c., to employ 100 mechanics, and 
could be put in working order in a few days. The 
Buildings cover a lot 800 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now organized in that city con- 
template the construction of over 1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans, 


The Establishment and prospect of remunerat- 
ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 


Applications from responsible parties will be 
promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 

Letters may be addressed to 

R. B. SUMNER, 
No. 61 Camp Strect, 
New Orleans; 
and further information may be had by applying 
to Messrs. Barstow & Pope, Pine Street, New 
York. 


Railroad Spikes, Boiler Riv- 


ets, etc. 
HE Subscribers, Agents for the sale of James S. 
Spencer’s, Jr. road and Boat Spikes, Boiler 
Rivets, and Wrought Iron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness a a and of the best quality. 
ALSO IMPORTERS 6f English refined and Mer- 
cnant bar Iron; Extra refined Car and Locomotive 
Axles (from 3} to 6+ inches in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, supply 
Boiler and Flue Iron cut to pattern or otherwise.— 
Spring, Shear, and Cast Steel, etc., etc., etc. 
. . & E. GEORGE, 
Philadelphia, November 14, 1850. 








Railroad Iron. 
T‘HE UNDERSIGNED, HAVING madea - 
ments abroad, are prepared to contract for the de- 
livery of Foreign rails, of appreved brands upon the 
most faverable terms. 

They will alsc make contracts for American 
made at their ‘I'renton works, from Andover Iron, in 
wae or in part, om bs sapere mae I sake 4 

y are prepared to fu ng an 
Market Wire; Braziers and Wire ; Rivets and 
Merchant Bars to erder, all made exclusively from An- 
dover Iron. The attention of parties who require iron 


of the best quality for is ot- 
fully invited. gi DOPRR & HEW 








AHAN & LOEBER, 
181 William-st, 
(1st floor-Up Stairs, ) 
NEW-YORK. 


MANUFACTURERS OF 


THEODOLITES, TRANSITS, LEVELS, 


Surveyors’ Compasses, Drawing Instruments, 
ns, Scales, Levelling Rods, &. 1y10 


Notice to Contractors. 
MEMPHIS & OHIO RAILROAD. 
ney eae proposals will be received at the of- 
fice of the Memphis and Ohio Railroad Com- 
pany, at Memphis, Tenn., until the 15th day of 
April next, for the grubbing, clearing, gradation, 
and masonry of the first 65 miles, from Memphis 
to Cherryville. ee Ony tS. rainy 
Contractors must give the most undoubted se- 
curity for the completion of the work at the time, 
and in the manner specified; and contracts will 
be let in sections, or for the entire work, as may 
be deemed best by the Directors. 
The Directory reserve the right of rejecting all 
bids, should none prove satisfactory ; and it is de- 
sirable that all propositions should be submitted, 
with the view of preparing the whole work for 
the iron as soon as possible. Bids of that charac- 
ter and otherwise equally favorable, will have pre- 
ference. 

Maps, plans and specifications may be seen at 
the office of the company, after the first of April. 
E. PEABODY, 
Engineer in charge. 


To Contractors. 








EALEPD PROPOSALS will be received at the 
office of the undersigned, in the city of St. 
Louis, until Thursday, March 30th inst., for the 
Grading and Masonry on the ST. LOUIS & IRON 
MOUNTAIN RAILROAD, extending from St. 
Louis to the Pilot Knob Mountain, a distance of 
87 miles, (except sections Nos. 1, 2, 3, 4 and 6.) 

Plans and profiles will be ready for inspection 
one week previous to the letting. 

This line is located through a remarkably 
healthy region of country. The work to be let 
embraces a tunnel through solid rock, heavy 
earth and rock cuttings, and various descriptions 
of masonry. Payments monthly in cash. 

Further information may be obtained on appli- 
cation to either of the undersigned, or to the En- 
gineers at the office of the St. Louis and Iron 
Mountain Railroad Company in St. Louis. 

WM. M. WATTS, 
Carlisle, Pennsylvania. 
CHAS. N. WATTS, 
St. Louis, Missouri, 
W. MILNOR ROBERTS. 
Pittsburgh, Pennsyly. 
St. Louis, March 2, 1854, 


Knox & Shain, 
MANUFACTURERS OF 
LEVELS, TRANSITS AND SURVEYING 
COMPASSES. 
No 72 Dock st. first door south of Walnut, west side 
PHILADELPHIA. 


First Premium awarded by the Franklin Institute. 
Important to Kailway Co’s. 
A GREAT improvement has recently been perfected in the 

manufacture of Dumping Gravel Cars by which the cost ls 
materially lessened and the strength and durability much ine 
creased, , 

We have secured the right to manufacture these improved 
Cars and can supply them at prices ten per cent. lower than the 
ordinary kind. . : 

Orders directed to the Hamilton Car Co., Hamilton, Ohio, 
will receive prompt attention. 


H. SAWYER 
(of the late firm of SAWYER & HOBBY), 
Manufacturer of Transits and 














Slip, New York. 
February 16, 1850. . 


H’4? _— to Union Place near Warburton Av., Youkers, 
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